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PRESIDENTIAL RAIL POLICIES. 

The newspapers this week print dispatches from 
Swampscott, Mass., purporting to give the ideas of Presi- 
dent Coolidge with respect to transportation policies that 
he thinks should be adopted. We assume that the dis- 
patches originated in the way that such dispatches usu- 
ally originate—from a conference of newspaper corre- 
spondents with the President in which he gives his views 
to be used by the correspondents in their own way with- 
out quoting him. Making proper allowance for misun- 
derstanding due to ordinary human fallacy and for error 
due to the fact that the correspondents are dealing with 
a subject about which they have little special information 
(in which respect, however, they have nothing on the 
President), we gather that the President is sold on the 
idea of railroad consolidation as a cure for the transpor- 
tation situation and that he will do what he can to bring 


itabout. Here is a dispatch from Swampscott, typical of 
those referred to: 


_Solution of the railroad problem is the next big undertaking to 
which President Coolidge will address his administration. 

_ The President perceives the necessity of a thorough reorganiza- 
tion of the railroad rate structure in justice not only to agriculture, 
industry and commerce, but to the carriers themselves. 

To accomplish this purpose and to open a new era of develop- 
ment of American railroads, the President believes that the con- 
solidation of the transportation lines into a few great systems is 
necessary, and it is his aim to bring about these mergers as speedily 
as possible. 

_ Mr. Coolidge defined the attitude of his administration on the 
tailroad question when he received the correspondents today, in- 
dicating that the transportation problem and the formulation of an 
agricultural policy will take their places with tax reduction as prin- 
“pal items on his program for the next session of congress. 

_The farmers, for some time, have been complaining of the high 
treight rates, and various industries and localities have cited gross 
meéquities in transportation charges of which they are the victims. 

be long and short haul class, the intermountain rates, and the need 
oi transcontinental rate revision to meet competition of the water 

ul by way of the Panama Canal are only a few of the contentious 
Sudjects relating to a rate structure which is widely pronounced out 
of date anda deterrent to the fullest productivity of the country. 
_ As a step toward solving this problem Congress passed the 
Hoch-Smith resolution directing the Interstate Commerce Commis- 


sion to survey the rate structure with a view toward its reorganiza- 
tion. The Commission is now conducting this inquiry. 

Many railroads are quite as vociferous as shippers in com- 
plaining of inequities in present conditions. Some railroads can 
barely make both ends meet on their share of revenue under existing 
rates, while other roads are enabled to roll up enormous profits. 

President Coolidge believes that, while it would be possible to 
pass much legislation of temporary, possibly permanent, value to the 
transportation lines, the key to a lasting solution of the problem 
lies in consolidation. 

The Nickel Plate consolidation now pending before the Inter- 
state Commerce Commission is the first of the big voluntary con- 
solidations effected under the authority of the transportation act, 
and the President assumes that other carriers are awaiting the 
decision of the Commission in the Van Sweringen case as a guide 
in making their plans to form new transportation units. ; 

The consolidation of weak with strong railroads would solve 
the whole problem of rates, in the opinion of the President. A 
consolidated system, he conceives, would be a unit of such size that 
it would cease to be affected by such accidental and local conditions 
as make rates profitable to some lines and unprofitable to others. 

Rates would be so constructed as to yield a fair and reasonable 
return to the consolidated systems, and the result in many instances 
would be a lowering of rates, for the new systems could be much 
more efficiently and economically operated than are many roads 
under the existing relationships of strong and weak lines. The weak 
roads are now a costly drag on the whole transportation system and 
account frequently for rates being higher than is justified. 

If the railroads would proceed to effect these consolidations, 
little, if any, transportation legislation would be necessary, the 
President holds. He hopes that the consolidations will be accom- 
plished voluntarily and that the carriers will perceive the advantage 
of such action. ’ 

If, however, the railroads do not voluntarily consolidate, the 
President will give consideration to the plan of Senator Cummins to 
enact legislation to compel consolidation at the expiration of a speci- 
fied period for voluntary reorganization. 


We need not here repeat the arguments against rail- 
road consolidation as a cure for the evils that President 
Coolidge sees, and the reasons why it could not and 
should not be brought about except as it comes about 
naturally, with the approval of the Commission. We 
believe that the great majority of our readers see with us 
in this matter. We are not, therefore, attempting now to 
convince them that we are right. What we are trying 
to do is to convince them that they ought to do some- 
thing about their views. Why is it that the President 
and others like Senator Cummins persist in the views 
that we and, we believe, our readers think unsound? It 
is because those who know better do not take enough 
trouble to combat the theories with which they disagree. 
If President Coolidge could be convinced, for instance, 
that the great majority of shippers and the great ma- 
jority of carriers, as well as the great majority of students 
of transportation, who have no shipper or carrier interest, 
are opposed to general consolidation, enforced by law or 
induced by desire to please the powers that be, he would 
go into the matter more deeply, no doubt, and probably 
would be convinced that he is wrong. But the idea 
sounds good to one who does not go deeply into it and 
it is easy to understand how men like President Coolidge 
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take to it. There is plenty of material of record to show 
President Coolidge that the best sentiment of the coun- 
try is against his kind of consolidation. What should be 
done is to get it before him in a convincing way. Resolu- 
tions are of no consequence if they are not presented 
forcefully to those whom they concern and whom it is 
hoped to convince. 

We gather also from the outgivings from Swamp- 
scott that the President, if not actively favoring the 
Hoch-Smith resoluion and the resulting investigation by 
the Commission, is at least of the opinion that the resolu- 
tion and the investigation are in line with his ideas as to 
the solution of the transportation problem. Here again 
it will be the fault of those who might remove the fallacy 
from his mind if he is allowed to persist in his ideas. 
Individuals pretty generally condemn the Hoch-Smith 
resolution as an attempt at political rate-making and the 
resulting investigation as, at best, unnecessary and dis- 
turbing. But organizations of carriers and shippers alike 
have fought shy of saying so. They must say no, if the 
ideas of those who shape the legislative and regulatory 
policies of the country are to be cleared. It is easy to 
laugh, when the President enunciates unsound theories, 
and explain that, of course, he doesn’t know much about 
the subject. That, of course, is true. But it will not be 
so funny when his unsound ideas are fastened on the 
country in legislation. Lassitude was responsible for the 
adoption of the Hoch-Smith resolution; it may prove to 
be responsible for evil results under that resolution; and 
it may prove the cause of worse consolidation legislation 
than that we have now. Whether legislation results or 
not, it is unfortunate that the country should be led to 
believe that consolidation is the cure-all, but that the 
railroads are refusing to adopt the remedy. 


THE POTTER PLAN. 

In a reissue, in pamphlet form, of the plan suggested 
by Mark W. Potter for a five per cent increase in west- 
ern freight rates, to be pooled among those railroads 
earning less than five and three-quarters per cent, in pro- 
portion to the respective amounts by which they fall 
short of that percentage, the receivers of the Chicago, 
Milwaukee and St. Paul Railway set forth answers to 
certain inquiries that may be made with respect to the 
plan. One of the points answered has been raised by us 
and others. It is that the law provides that carriers 
earning more than six per cent must turn over one-half 
of the excess to the government and must do certain 
other things with the other half, thus, apparently, pre- 
venting them from pooling any part of a five per cent 
increase, though roads still earning less than six per cent 


might do as they liked with the proceeds of the increase. 
To this the receivers say: 


(5) There is no conflict between the pooling plan and the 
recapture clause of the transportation act. Under the pooling plan, 
the proceeds from the five per cent increase would not be regarded 
as earnings of any carrier until distribution had been effected, after 
which the provisions of the transportation act would apply with 
respect to sharing with the government any excess of net operating 
mcome over six per cent On property value. 


Far be it from us to set, with any degree of confi- 
dence, our legal opinion above that of Charles E. Hughes, 
counsel for the St. Paul in promoting this plan, and yet 
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it seems to us that his idea is merely an obvious attempt 
to make the law fit the situation that he is attempting to 
bring about. However beneficent the result he seeks, the 
law is the law. Under the law, as we see it, the Com- 
mission could merely tell the western carriers that it 
would give them a five per cent increase if they agreed 
among themselves to do certain things with the proceeds. 
But the law tells them what they must do with their 
earnings in excess of six per cent on their valuation and 
the law prevents their doing what is proposed. Cer- 
tainly, all that the Commission could legally do would be 
to grant a five per cent increase. The proceeds of that 
increase would become earnings to every carrier par- 
ticipating. Mr. Hughes may be able to convince the 
Commission and the courts that his view is correct, but 
we should say that he could bring about the end he seeks 
only by a change in the law, making the proceeding legal. 
That one proposes to do certain things, however gener- 
ous and noble, with his earnings does not change the 
fact that they are earnings. That may, in a sense, be 
technical, but it is also common sense. Still, the law 
does not always uphold common sense and Mr. Hughes 
and his clients may be able to “get by,” so far as legal 
obstacles are concerned. 

There are other objections to the plan, however, and 


these they attempt to meet, in the pamphlet referred to, 
as follows: 


For a number of years the railroads have endeavored to solve 
their problems without applying for increased rates. There has been 
a great improvement in economy and efficiency and in service, but 
many western railroads are still in the hands of receivers or are 
having difficulty in meeting fixed charges. 

The railroads are not justified in jeopardizing their properties 
by longer delaying explanation of the situation and neglecting to 
solicit public co-operation in a plan to bring about better conditions 
for mutual benefit. 

Further delay would not be fair to the public, which always 
suffers from insufficient or impaired railroad service, no matter what 
the cause. 

(1) A pooling plan is advocated by the St. Paul receivers 
because they believe it conforms to the principles outlined in the 
transportation act, is economically sound, and would place the least 
burden upon the public. 

(2) The legal aspects of the pooling plan have been carefully 
considered and there is no question that the Interstate Commerce 
Commission can give its approval to this plan if it considers that it 
best serves the public interest. 

The proposed pooling plan is supported by decisions of the 
United States Supreme Court. Former Secretary Mr. Charles E. 
Hughes, who is to advocate the St. Paul receivers’ plan before the 
state and interstate commissions, is convinced that the plan is 
lawful and constitutional. : 

The right of carriers under fundamental law and the aim of the 
transportation act is to obtain a fair return to all carriers without 
excess or deficit to any. 

(3) Under the plan proposed the proceeds from the minimum 
rate increase would be regarded, not as regular earnings, but as the 
provision of a definite sum by shippers for the specific purpose of 
enabling the western lines as a whole to receive, as nearly as may 
be, a fair return from their operations. 

The Supreme Court has held that a shipper on a prosperous 
line which serves him is interested in the maintenance of efficient 
transportation on a less prosperous line which at the moment does not 
serve him. : 

Shippers everywhere are interested in the maintenance of trans- 
portation everywhere. 

A pooling arrangement is appropriate machinery to carry out 
this principle. 

(4) The pooling plan does not remove the incentive to be effi- 
cient. Obviously a carrier earning less than a fair return retains its 
incentive to earn all it can. The more efficient it is the more it has. 

Nor is it conceivable that any railway official would deliberately 
make a record of inefficiency in order to defeat the spirit and pur- 
pose of the law. Any attempt to do so would be discovered 
promptly. No efficient carrier would seriously argue that it would 
deliberately become inefficient. 

(5) (Quoted above.) 

(6) . Criticism cannot justly be made because the proposed plan 
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deals with the investment in the railroads. The investment is the 
best practical basis at the present time on which to work out the 
railway problem. 

The Interstate Commerce Commission has spent some twelve 
years in its efforts to ascertain the property value of the railways 
and, doubtless, other years will pass before any definite figures will 
be available representing the value of the western carriers as a 
whole. 

However, as actual values are ascertained, they would, naturally, 
take the place of book values if the pooling plan were to be adopted 
as a part of the permanent method of rate-making. 

The duty of the moment is to ascertain and put into effect the 
best available plan, notwithstanding real or fancied blemish. That 
best plan should be adopted because it best serves the public interest. 

There is a real practical emergency confronting the western 
carriers that should be dealt with in practical fashion. 


DISTRIBUTION OF REVENUES 
Distribution of railway operating revenues of Class I rail- 
toads in 1924, 1923, 1922 and 1921, is shown in the following 
table, prepared by the Bureau of Railway Economics: 


Aggregate amount 
Item— 1921 1922 
1. Total operating revenues............ $5,516,598,242 $5,559,092,708 
2. Labor (salaries and wages) *........ 2,589,716,833 2,468,454,036 
ee ee) POO 523,724,145 518,283,929 
4. Materials, supplies & miscellaneous ¢ 1,133,900,365 1,150,488,825 
5. Loss & damage, injuries to persons, 
OE RO ea 161,199,852 108,949,813 
6. Depreciation and retirements........ 155,967,970 169,808,254 
_. Oe aa 275,875,990 301,034,923 
8. Hire of equipment and joint facility 
DG SEE Ge wewivvesns Hiedceatncte 75,275,731 81,885,609 
9. Total expenses and taxes............ 4,915,660,886 4,798,905,389 
10. Net railway operating income....... $600,937,356 $760,187,319 
Aggregate amount 
Item— 1923 1924 
1. Total operating revenues............ $6,289,580,027 $5,921,490,111 
2. Labor (salaries and wages) *........ 2,785,238,264 2,625,639,838 
ee ee eee ee 529,219,236 437,141,692 
4. Material, supplies & miscellaneous { 1,265,968,381 1,131,165,760 
5. Loss & damage, injuries to persons 
WED TMUEONOD svicccvccevaccececesee 111,612,940 107,775,233 
6. Depreciation and retirements ....... 205,069,656 208,428,639 
ie ot NE s:sreks- cememaeceiemele oes dwaids bale. 331,915,459 340,342,062 
8. Hire of equipment and joint facility 
a jie en RO OS OLA ERE OR 98,600,634 97,131,312 
9. Total expenses and taxes............ 5,327,624,570 4,947,624,536 
10. Net railway operating income........ $961,955,457 $973,865,575 
Labor expenditures do not include that portion of payroll 
Bacentte to capital account. + Includes uncollectible railway reven- 


The distribution, expressed in cents per dollar of gross reve- 
nue, follows: 


1921 1922 1923 1924 
1. Total operating revenues ......... 100.0 100.0 100.0 100.0 
2. Labor (salaries and wages) *..... 46.9 44.4 44, 44, 
3. Fuel (locomotive) ..........cc..06. 9.5 9.3 8.4 7.4 
4. Material, supplies & miscellaneous 7 20.6 20.7 20.1 bs Fe | 
5. Loss & damage, injuries to per- 
sons, and insurance.............. 2.0 1.8 $4 
6. Depreciation and retirements...... 2.8 3.0 3.2 3.5 
EE SERIO 5.0 5.4 5.3 5.8 
8. Hire of equipment & joint fa- 
GINCY NEE VOMERID .occccccvccecsece 1.4 1.5 1.6 1.6 


9. Total expenses and taxes 


Peeresees 89.1 86.3 84.7 83.6 
19. 


Net railway operating income.... 10.9 13.7 15.3 16.4 


REVENUE FREIGHT LOADING 


Revenue freight loading for the week ended July 25 totaled 
1,029,603 cars, as compared with 1,010,970 in the preceding week, 
and 982,809 and 864,452 in corresponding periods of 1924 and 
19238, respectively, according to the car service division of the 
American Railway Association. 

Loading by districts the week ended July 25, and for the 
same period of 1924, was reported as follows: 





Eastern district: Grain and grain products, 10,097 and 7,571; 
live stock, 2,294 and 2,576; coal, 46,995 and 40,417; coke, 2,280 and 


1,606; forest products, 5,671 and 5,791; ore, 4,077 f . - 
chandise, L. C. L., 7 and 5,949; mer 


, 70,171 and 65,243; miscellaneous, 100,089 
88,497; total, 1925, 241,674; 1924, 217,650; and 1923, 249,869. a 


Allegheny district: Grain and grain products, 4,015 and 2,913; 
live stock, 1,941 and 2,478; coal, 45,925 and 38,782; coke, 4,277 and 
3,245; forest products, 3,344 and 3,297; ore, 13,149 and 9,576: mer- 
chandise, L. C. L., 52,389 and 49,450; miscellaneous, 84,760 and 
77,967; total, 1925, 209,800; 1924, 187,708; and 1923, 226,816. 


Pocahontas district: Grain and grain products, 286 and 210; 
live stock, 198 and 155; coal, 39,606 and 28,311; coke, 412 and 334: 
forest products, 1,811 and 1,627; ore, 112 and 110; merchandise, 
L. C. L., 6,979 and 6,985; miscellaneous, 4,621 and 4,107; total, 1925, 
54,025; 1924, 41,839; and 1923, 44,640. 

Southern district: Grain and grain products, 4,421 and 3,606: 
live stock, 1,843 and 1,811; coal, 22,953 an 


d 17,154; coke, 777 and 
755; forest products, 23,198 and 21,389; ore, 1,274 and 1,201; mer- 
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chandise, L. C. L., 39,469 and 36,622; miscellaneous, 48,917 ang 
45,143; total, 1925, 142,852; 1924, 127,681; and 1923, 133,299. 

Northwestern district: Grain and grain products, 9,441 ang 
9,093; live stock, 6,640 and 7,935; coal, 6,208 and 5,307; coke, 1,015 
and 666; forest products, 14,726 and 15,121; ore, 43,104 and 34,099. 
merchandise, L. C. L., 33,417 and 30,098; miscellaneous, 42,183 ang 
36,742; total, 1925, 156,738; 1924, 138,964; and 1923, 172,689. 

Central Western district: Grain and grain products, 15,555 
and 19,598; live stock, 10,324 and 9,805; coal, 12,473 and 12,444. 
coke, 263 and 334; forest products, 12,650 and 10,431; ore, 4,137 ang 
3,274; merchandise, L. C. L., 36,639 and 35,635; miscellaneous, 62. 
611 and 55,894; total, 1925, 154,652; 1924, 147,415; and 1923, 150,365, 

Southwestern district: Grain and grain products, 5,131 anq 
6,870; live stock, 3,210 and 2,458; coal, 3,870 and 4,237; coke, 157 
and 136; forest products, 8,734 and 8,453; ore, 641 and 411; mer. 
chandise, L. C. ., 14,462 and 14,396 miscellaneous, 33,657 and 
28,091; total, 1925, 69,862; 1924, 65,052; and 1923, 63,737. 

Total, all roads: Grain and grain products, 48,946 and 49,861: 
live stock, 26,450 and 27,218; coal, 178,030 and 146,652; coke, 9,185 
and 7,056; forest products, 70,134 and 66,109; ore, 66,494 and 54,593. 
merchandise, L. C. L., 253,526 and 238,429; miscellaneous, 376,838 
and 336,441; total, 1925, 1,029,603; 1924, 926,309; and 1923, 1,041,415, 


Loading of revenue freight this year compared with the two 
previous years follows: 


1925 1924 1923 

Five weeks in January.......... 4,450,993 4,294,270 4,239,379 
Four weeks in February......... 3,619,326 3,631,819 3,414,809 
Four weeks in March............ 3,694,916 3,661,922 3,662,552 
Four weeks in April............. 3,721,662 3,498,230 3,764,266 
Five Weeks Im MGY.....cccecsccse 4,854,720 4,473,729 4,876,893 
Four weeks in June.............- 3,956,011 3,625,182 4,047,603 
POUr WEGES 10 JOLY. cicccecvcscece 3,023,382 3,524,909 3,940,735 

EEE sc: 0 ora ale koro sie alae oot 28,185,462 26,710,061 27,946,237 


CONDITION OF EQUIPMENT 


Class I railroads on July 15 had 11,224 locomotives in need 
of repairs, 17.5 per cent of the number on line, according to re- 
ports filed by the carriers with the car service division of the 
American Railway Association. This was an increase of 307 
over the number in need of repair on July 1, at which time there 
were 10,917, or 17.1 per cent. Of the total number, 6,101, or 9.5 
per cent, were in need of classified repairs, an increase, com- 
pared with July 1 this year, of 269, while 5,123, of eight per cent, 
were in need of running repairs, an increase of 38 within the 
same period. Serviceable locomotives in storage on July 15 
totaled 6,531, a decrease of 69 compared with the number of such 
locomotives on July 1. 

Freight cars in need of repair on July 15 totaled 199,672 or 
8.6 per cent of the number on line, according to reports filed 
by the carriers with the car service division of the American 
Railway Association. This was an increase of 1,204 over the 
number reported on July 1, at which time there were 198,468 
or 8.5 per cent. Freight cars in need of heavy repair on July 
15 totaled 154,331 or 6.7 per cent, an increase of 3,801 compared 
with July 1. Freight cars in need of light repair totaled 45,341 
or 1.9 per cent, a decrease of 2,597 compared with July 1. 


WAGE STATISTICS 


Total compensation of 1,767,292 employes of Class I roads, in 
May, amounted to $234,572,885, according to the Bureau of 


Statistics of the Commission. In its summary of wage statistics 
the Bureau said: 


Class I railroads reported a total of 1,767,292 employes as of 
the middle of May, 1925, an increase of 21,649, or 1.2 per cent, over 
the returns for the previous month. 


The total compensation increased $2,992,036, or 1.3 per cent. 

Compared with the returns for the same month last year, the 
employment in May, 1925, shows a decrease of 1.4 per cent, and 
the total compensation shows a decrease of 0.9 per cent. The 
average straight time earnings per hour for all employes reported 
on an hourly basis increased from 57.2 cents per hour in May, 
1924, to 58.2 cents per hour in May, 1925. 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period July 
15-22, inclusive, was 296,748, a decrease of 12,817 cars as com- 
pared with the preceding period, while the average daily shortage 
was 49 box cars, according to the car service division of the 
American Railway Association. 

The surplus was made up as follows: Box, 130,687; ven- 
tilated box, 2,106; auto and furniture, 16,374; total box, 149,167; 
flat, 5,166; gondola, 54,398; hopper, 47,144; total coal, 101,542; 
coke, 3,620; S. D. stock, 17,373; D. D. stock 3,009; refrigerator, 
16,133; tank, 200; miscellaneous, 533; total, 296,743. 

Canadian roads reported a surplus of 30,400 box, 500 auto 


and furniture, 750 flat, 1,625 S. D. stock, 775 refrigerator and 305 
miscellaneous Cars. 


SMACKOVER OIL RATES 


Additional protests have been filed, asking for the suspen- 
sion of the proposed increases in rates on crude petroleum and 
refined products from the Eldorado-Smackover field to Louisiana 
and Gulf ports by the following: Chalmette Petroleum Corpo- 
ration, Beacon Oil Company, New Orleans Joint Traffic Bureau, 
Eldorado Chamber of Commerce, W. E. Winship, Sun Oil Com- 
pany and Lion Oil Refining Company. Supplemental or addi- 
tional protests or representations have been filed by F. A. Leland 
in behalf of the carriers, the Standard Oil companies of New 
Jersey and Louisiana, the original protestants, Mexican Pe- 
troleum Corporation of Louisiana, and Sinclair Refining Com- 
pany of Louisiana. 
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Current Topics 
in Washington 






That Righteous Feeling—Ever since the beginning of his 
present term as chairman, Clyde B. Aitchison has been trying to 
pring about a better understanding of the words, “industry” and 
“speed”; not that the Commission has not long been a model 
for work and celerity among governmental organizations, but 
because he has an idea that there is no reason for public servants 
not keeping pace in improving their work with persons not in 
the government service. The recent big volume of Commission 
output may be attributed, in large measure, to the urging he has 
done. As chairman, he has direct control over the performance 
of work by the employes. A fellow Commissioner’s own con- 
science is the only guide for him, but the hired help is subject 
to suggestions from the chairman’s office. The chairman has 
been willing to do his share toward getting the work done. In 
June he took an assignment to hear Panama Canal applications, 
about the marine equipment of the railroads employed in and 
around New York, that had been on the docket for more than 
ten years. In the orderly and somewhat leisurely course of 
events of a decade ago, the applications were not reached before 
the five per cent case was under way to occupy the time of 
carriers and shippers. Then came the war, with President 
Wilson whispering a suggestion that the Commission might do 
worse than reconsider its denial of the carriers’ request for that 
increase, to the end that prosperity might fall on the land—that 
being the first time that a raise in freight rates had been sug- 
gested as a cure for dull times. Then came the six months of 
paralysis following the shock of what Europe was doing. No 
thought was given to the applications. Then came the realiza- 
tion that America had to supply money and materials for the 
war and everybody became too busy to think of the applications. 
The dust on them was thicker than on last year’s almanac. They 
promised to be wholly lost to memory until Mr. Aitchison began 
stirring up the dust in the corners in his effort at spring house- 
cleaning. When he went to New York he thought he would try 
something. It was his idea that testimony could be taken and 
arguments heard at the same time—if anyone desired to argue. 
Everybody assented to the plan. The case was submitted at the 
time the testimony was completed, June 23. By July 11, the 
report had run the gauntlet of the Commission and been 
approved, in a few days more than two weeks. From that time 
until August 3 it was in the hands of the government printer. He 
is not so fast a worker. Had the matter been really urgent 
it could have been put out sooner than it was. But from hearing 
on June 23 to promulgation on August 3 is so much faster than 
usual that it is hard to think of any real comparison. A few 
years ago the average time of a case was something more than 
eight months. By putting reports out in mimeographed form 
instead of waiting for the public printer, the Commission is able 
to save the litigants about two weeks of uncertainty. Of course, 
the urge to get things done quickly sometimes raises the question 
of whether speed is so desirable, especially at a time when the 
finding is that the rate was unreasonable to the extent that it 
exceeded steen cents per 100 pounds and the order requires the 
carriers to publish a rate of squeen cents, or the date does not 
appear in the order, but errors of that kind can be corrected in 


time to have the printed copies agree in essential things in 
their various parts. 





“Such Official Stand-Offishness.—There is cooperation between 
the federal commission and the state commissions. When one 
reads such a coldly polite official report as that made in No. 
15763, National-American Wholesale Lumber Association et al. 
vs. B. & O. et al., reported this week, in which the question 
in real issue was as to whether the Canadian Pacific was war- 
ranted in imposing a rate of eight cents on two carloads of 
lumber, shipped from Camden-on-Gauley, W. Va., to Montreal and 
reconsigned to Ste. Therese, for the part of the haul from the 
reconsignment point to final destination, one wonders whether 
the Dominion of Canada and the United States are on the verge 
of war or have merely signed a protocol as a preliminary to 
the making of peace. Primly and precisely the report said the 
question was for decision by some body other than itself; also 
that the American carriers had not authorized the Canadian 
Pacific to collect overcharges when they joined it in the making 
of a rate of 52.5 cents on lumber from points in West Virginia 
to points in Quebec. One might infer that it would be treason 
for the Commission to suggest that that was a question to be 
decided by the similar body in Canada, from the way in which 
the declaration was made. The wonder among those who read 
the report was as to whether it would not be well for some one 
to undertake to establish an entente cordiale between the reg- 
ulating bodies of the two countries. Europe is recognized by 
transportation men of the western hemisphere as having done 
more foolish things to transportation systems by reason of imag- 
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inary lines on the maps than could be catalogued in a year— 
even more foolish than some of the things done by state bodies 
in the United States, which is saying a great deal. Were the 
relations between Canada and the United States as formal and 
cold as the language in that report, it is suggested, it might be 
well to bring back to the south side of the line Commissioner 
Eastman, who lost himself in the deep forest of northern Canada 
just about the time the decision in the southern class rate case 
was imminent, lest a useful member of the Commission be 
interned. As a practical matter, it is thought that there is no 
reason why the United States and Canada commissions should 
not appoint joint committees to consider concurrently such cases, 
the only requirement being that the complainant should file a 
complaint in each country, making reference in each complaint 
to the fact that its counterpart had been filed in the other 
country. Americans and Canadians want to do business with 
each other and the fewer obstacles there are, the better trade 
there will be. Freight rates, per se, are not matters of over- 
shadowing political interest; hence, there is no reason why cases 
having interest in both countries should not be handled, not 
jointly, perhaps, but at least concurrently. 





lowans and the Fourth Section.—At times Iowans have been 
more or less vociferous supporters of the fourth section, either 
undefiled or in some. stage less than absolute purity. Whether 
they have, thereby, done good or ill for themselves and their 
state never can be anything other than a subject for debate. 
But Attorney-Examiner Disque, in his proposed report on No. 
15228, Board of Railroad Commissioners of the State of Iowa vs. 
Alton & Southern et al., made an observation respecting rates on 
coal to northern Illinois that may make some of the ardent 
Iowa advocates of a rigid fourth section flush. The case is one 
in which Iowa is seeking lower rates on coal. Disque holds that 
the facts brought out do not entitle Iowans to any lower rates 
on fuel, that holding being made public almost coincidentally 
with the publication of the late Herbert Quick’s autobiographical 
observations on pioneer life in Iowa in which he told why Iowa 
farmers burned their corn instead of trading it for coal. Disque 
said the complaining Iowans relied particularly on rates in 
Illinois to show why they should have lower rates. The rate 
of $1.95 from the southern Illinois group to Chicago, relatively 
much lower than to any Iowa point, was the thing on which their 
eyes rested with covetousness. But Disque said that rate was 
spread out over a large part of north-central Illinois because 
of the rather circuitous route of the Burlington. That road 
had to take the rate it could get for carrying coal to Chicago, in 
competition with lake vessels and carriers by rail from the 
eastern fields. Automatically, Disque said, the fourth section 
spread that rate over northern Illinois, right to the doors of 
Iowa, giving points in Illinois, within sight of Iowa competitors, 
a rate which the latter could not have. In other words, the 
fourth section extended the competition of cheap coal in‘ northern 
Illinois much farther than it would have been spread had the 
Commission been allowed to give the Burlington fourth section 
relief at Chicago, without compelling it to flatten the rates at 
intermediate points. In so far as coal was concerned, the points 
on the Burlington were moved over to Chicago, while the Iowa 
points right near to them were left in Iowa, with their market 
immediately to the east made much narrower than if the benefit 
of low coal rates had been confined to Chicago, where there would 
have been cheaper coal than in northern Illinois, regardless of 
the Burlington. Percentage increases have made the rates 
beyond the influence of the Burlington rate to Chicago even 
worse than they were in the first instance when the Burlington 
decided it had to engage in the coal traffic to Chicago, even at 
the expense of flattening its rates at intermediate points as 
pay for the privilege. In the case of contagious diseases the 


effort is to localize the effect, not spread it by means of a 
fourth section rule. 





Who Is to Judge?—In a report on a grade crossing accident 
near Gaithersburg, Md., last March, in which two school teachers 
were killed, W. P. Borland, director of the Bureau of Safety, has 
said that additional safety would be afforded at that crossing 
by crossing gates and that the character and amount of traffic 
over that crossing warranted serious consideration of grade 
separation at that point. Under the law of Maryland the ques- 
tion.of the sufficiency of-protection at grade crossings is placed 
in the hands of the county commissioners. In his report Mr. 
Borland said the question of additional protection at that cross- 
ing, he had been informed, was not under consideration by the 
county commissioners. The coroner’s jury said the two women 
came to their death by their own negligence. The crossing is 
protected by a watchman, by a red-flashing approach lamp, and 
by two red-flash lamps at the crossing. In addition it was 
testified that the engine whistled for the crossing and the engine 
bell was ringing at the time of the accident. In addition, the 
crossing watchman swung his green lantern in front of the 
automobile and yelled to the teachers to stop. The crossing 
could be seen for hundreds of feet in each direction by a person 
on the highway. In addition, there is a highway paralleling the 
railroad tracks into which an automobile with defective brakes 
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could be turned. Notwithstanding all the attempts to stop them, 
the teachers continued to come on as if racing with the loco- 
motive to see which could get to the crossing first. Twilight 
was beginning to come and a few automobile lamps had been 
lighted. No was was able to detect any effort on the part of the 
automobile operator to check the speed of the car. On the 
contrary, the watchman thought it had been increased and he 
had to jump to avoid being struck. In a case of that kind a 
natural query is as to whether Maryland is competent to judge 
what should be done about that crossing, and, if not, could the 
Commission order what its safety director advocates, by 
implication? 





Getting at the Merits—2In reopening No. 9200, the railway 
mail pay case, the Commission, as the matter is seen by some 
interested, has decided that it will get at the merits of the 
proposition. Their view is that, in the decision made more than 
five years ago, the Commission had to act on testimony that 
did not go to the merits of the question of what it was worth 
to carry the mails. They hold that view because they believe 
the testimony was devoted too much to a fight over the weight 
versus space basis, instead of being confined to the fundamental 
query as to what would be a fair sum for the government to 
pay for the service of having the mails carried by the railroads. 
The conflict between the two methods for ascertaining the 
proper rule to be used in measuring was such that it could not 
be ignored, hence the testimony at that time was not immaterial. 
The point that is,made now is that too much attention was paid 
to it and not enough to the fundamental question. In other 
words, the Commission had to decide an issue that did not 
carry with it disposition of the underlying question but that 
now that matter will be disposed of in the light of five years’ 
experience with the space basis of measuring the amount of 
service rendered. A. E. H. 


RAILWAY OPERATING REVENUES 


Class I railroads having a total mileage of 236,594 miles had, 
the first six months this year, gross operating revenues amount- 
ing to $2,895,220,250, an increase of $22,838,589 or nearly one 
per cent over the same period last year, according to reports 
filed by the carriers with the Commission and tabulated by the 
Bureau of Railway Economics. 

Operating expenses for the. six months period totaled 
$2,238,847,700, a reduction of $35,436,440 or 1.6 per cent under 
those for the corresponding period last year, although freight 
traffic during the first half of 1925 was approximately 2.5 per 
cent above the same period in 1924. 

The net railway operating income of the Class I carriers 
for the first six months was $437,668,257, which was at the 
annual rate of return of 4.46 per cent on property investment, 
compared with $392,355,622 or 4.12 per cent during the first six 
months in 1924, or an increase of $45,312,635. 3 

The net railway operating income is what is left after the 
payment of operating expenses, taxes and equipment rentals 
but before interest and other fixed charges are paid. 

For the month of June alone, the net railway operating 
income of the Class I carriers totaled $91,716,862 compared with 
$65,806,740 for the same month last year. Gross operating rev- 
enues for the month amounted to $506,812,500, an increase of 
nearly nine per cent over June last year, while operating ex- 
penses totaled $375,914,475, an increase of 3.2 per cent. 

Earnings by districts for the first six months this year with 


the percentage of return based on property investment on an 
annual basis follow: 
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Twenty-three Class I railroads operated at a loss during the 
first half of 1925 of which eight were in the Eastern, two in the 
Southern and thirteen in the Western districts. 

That the railroads were operated with greater efficiency 
during the first six months this year than one year ago is indi- 
cated by the fact that out of each hundred dollars of gross oper- 
ating revenue, they expended $77.33 for operating expenses 
compared with $79.18 during the first half of 1924. 

Expenditures for maintenance made by the Class I carriers 
during the six months period this year totaled $1,018,069,850, 
a decrease of nearly $7,000,000 or nearly one per cent under 
the same period in 1924. Maintenance of way expenses amounted 
to $388,299,794, an increase of $5,570,000 or 1.5 per cent com- 
pared with the first half of last year. Expenses for maintenance 
of equipment totaled $629,770,057, a decrease of $12,518,000 or 
1.9 per cent, 
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Carriers in the Eastern District, during the first six Months 
this year had a net operating income of $232,708,879 com: 
with $202,159,652 during the corresponding period lagt Year 
Freight traffic in the Eastern District during the first six month 
according to incomplete reports, was more than two per ¢gy 
above the corresponding period last year. Gross operating toy. 
enues of the Eastern carriers totaled $1,458,908,000, an increas 
of one per cent over the first half of 1924. Operating EXDenses 
totaled $1,123,606,950, a decrease of 1.7 per cent under the 
same period last year. Class I carriers in the Eastern District 
during the month of June alone had a net operating income o 
$49,769,796 compared with $34,200,829 during the same month 
last year. : 

Class I carriers in the Southern District during the first 
months this year had a net operating income of $75,124,038 gon. 
pared with $68,215,085 during the first half of 1924. Freight 
traffic on the Southern roads during the first six months thy 
year was nearly six per cent above the same period last year 
Gross operating revenues of the Southern carriers for the gi 
months period this year totaled $405,204,984, an increase of 98 
per cent over the same period last year while operating expenge 
totaled $300,882,838, or practically the same as those for the gam. 
period last year. The net operating income for the Clags | 
railroads in the Southern District for June was $10,995,791, 
compared with $8,087,067 during June last year. 

Carriers in the Western District had a net operating income 
during the six months period this year of $129,835,300 com. 
pared with $121,980,900 for the same period last year. Freight 
traffic in the Western District showed an increase of approx. 
imately 1.5 per cent over the first half of 1924. Gross operating 
revenues of the Western carriers totaled $1,031,107,200, a de. 
crease of one-fifth of one per cent under the same period last 
year while operating expenses totaled $814,358,000, a decrease 
of 1.8 per cent. Class I carriers in the Western District during 
the month of June alone had a net operating income of $30,951,275 
compared with $23,518,840 during the same period one year ago, 


NEW MEXICO LINE APPROVED 


The Commission has issued a certificate conditionally author 
izing the New Mexico Central Railway Company to construct an 
extension of its line of railroad in Santa Fe and Rio Arriba coun 
ties, New Mexico. The conditions imposed by the Commission 
were that the construction of the extension be completed by 
December 31, 1927, and that the face amount of the bonds to be 
executed “shall not exceed 50 per cent of such expenditures for 
constructing the proposed extension, making the contemplated 
improvements on the present line, and purchasing equipment, as 
are properly chargeable, under our classification, to capital ac 
count; that the aggregate par value of stock, bonds and other 
securities to be issued for the purposes stated shall not exceed 
the aggregate amount of such expenditures; and that proper 
accounts of construction expenditures shall be kept in accord- 
ance with our classification.” Permission to retain excess eart- 
ings was granted. 

The carrier applied for authority to extend its line from its 
present terminus at Santa Fe, in a general northwesterly direc- 
tion to Gallina, a distance of approximately 100 miles. The re 
port said the claimed purposes of the proposed extension were 
to develop the territory, carry the traffic, and create additional 
tonnage for the applicant’s existing line from Santa Fe to Tor 
rance, N. M., and thus assure its ability to continue in operation. 
The applicant proposed to finance the cost of construction by is 
suing bonds to the amount of $4,320,000. The report said the ap- 
plicant expected to spend $500,000 of the proceeds from the sale 
of bonds in improving its existing line. The estimated cost of 
the project was stated by applicant as $2,106,525 for construction 
and $410,000 for equipment. The Commission disapproved the 
proposed plan for financing the cost of the project and imposed 
the condition set forth above. Commissioner McChord, dissent- 
ing, objected to the imposition of the condition. Commissioner 
Meyer, concurring, argued that it was proper for the Commission 
to impose such a condition. He asserted that the term “public 
convenience and necessity” was inextricably tied up with the 
ability to finance construction and early operation and the prob- 
able earnings and expenses for a reasonable period in the future. 


FINANCE APPLICATION 


The San Antonio & Aransas Pass has applied for a certifi 
cate authorizing it to construct a branch from its proposed line, 
the branch to extend for a distance of about 30 miles, from 
Edinburg to Harlingen, Tex., the latter on a part of the Gulf 
Coast Lines, to serve parts of Cameron and Hidalgo counties 
in Texas. This branch is to be built as part of the new col 
struction contemplated when application No. 4823 was filed. 

The Reader Railroad, Reader, Ark., has applied to the Com- 
mission for a certificate authorizing it to operate its railroad 
and to retain excess earnings. 

The St. Louis-San Francisco has applied for authority to 
issue $1,750,000 of 5% per cent prior lien mortgage bonds 2 
connection with proposed acquisition of the outstanding capital 
stock of the Jonesboro, Lake City & Eastern Railroad Company 
at a price of $1,750,000. 
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ACTUAL VALUE AND RELEASED RATES 


A long discussion and definition of “actual value” and 
“released” rates has been made by Commissioner Campbell in 
No. 14102, Crown Overall Manufacturing Co. vs. Director-Gen- 
eral, Alabama & Vicksburg, et al., opinion No. 10497, 100 I. C. 
¢, 471-90. The report also covers a sub-number, Same vs. Ala- 
pama & Vicksburg et al.; and No. 14444, Wash-Co Alfalfa Mill- 
ing Company and L. W. Rice, trustee in bankruptcy for Wash- 
Co Alfalfa Milling Co., vs. Director-General, as agent. 

The Commission, in the syllabus, said that upon considera- 
tion of the matter of rates graded according to the actual value 
of commodities shipped, which did not operate as a limitation 
upon the shipper’s right to recdéver for the full actual loss, dam- 
age or injury to the property transported: Held, that actual- 
yalue rates and released rates might be fairly and effectively 
differentiated. . 

Broadly stated, the distinctfon is that actual-value rates 
are those made because the variation in the values of like com- 
modities is so great that it would not be reasonable to have the 
same rates upon all grades, whereas released rates are those 
made lower than otherwise might be because the shipper sig- 
nifies his willingness, in case of loss, damage or injury, to take 
less than the full value in settlement of his claim. 

Overalls and blackstrap molasses were the commodities 
about the rates on which the complaints were made. The rates 
on the overalls were stated to be those on overalls of an actual 
value not exceeding $12 per dozen, shipped from Cincinnati in 
less than carload quantities to many states at different periods. 
The blackstrap molasses was shipped from points in Louisiana 
to Fort Calhoun, Neb., and from Mobile, Ala., to that point. 

The Commission found the overalls not entitled to the rates 
applicable on overalls not exceeding $12 per dozen actual-value, 
but that the applicable clothing n. o. s. rates were unreasonable 
to the extent that the rates of $4.315 prior to August 26, 1920, 
and $5.755 thereafter exceeded $2.875 and $3.835 before and 
after that day and awarded reparation to that basis. 

As to the rates on blackstrap, the Commission found those 
from some points in Louisiana were released or declared-value 
rates authorized by its Released Rates Order No. 23. It said 
there was no evidence to show that the shipments from Knapp, 
Maringouin and Rosedale, La., were of a value entitling them 
to the lower rates applicable on molasses of value less than 
eight cents per gallon. As to rates from Abbieville, Brath and 
Raceland, it said there were released value rates which could 
have been used by the shipper had he been willing to limit his 
recovery in case of loss, damage or injury. The complaint 
alleged some of the shipments were overcharged or, if not over- 
charged, they were unreasonable or unduly prejudicial. The 
Commission said the shipments had not been shown to have 


been overcharged or the rates unreasonable or unduly preju- 
dicial. 


As one of the incidents in the shipments from Louisiana 
the fact was brought out that the tariff publishing the released 
rates made no mention of the released rates order. The Com- 
mission said failure of the tariff to make reference to the re- 
leased rates order was not vital. 

As to a rate from Mobile, published as a declared-value 
tate, the Commission said the intended effect was to limit the 
carriers’ liability to the value declared by the shipper. It said 
the record did not establish that it had been authorized by it. 
It found the shipments overcharged on account of the void 
limitation and awarded reparation to the basis of the lower rate 
to which the void limitation was attached, just as if two unre- 
stricted rates had been published, the lower of which would be 
the lawful one. 

In discussing the two kinds of rates, Mr. Campbell recited 
the history of the two Cummins’ amendments and the part of 
the law authorizing it to authorize released rates, the decision 
of the Supreme Court of the United States in Hart vs. Pennsyl- 
vania R. R. Co., 112 U. S. 331, and Adams Express Co. vs. 
Croninger, 226 U. S. 491, in which the court sustained the 
Validity of released rates, as preparation for the definition of 
the two kinds of rates, in which he said: 


Actual-value rates are rates the application of which is de- 
Pendent upon the actual value of the commodity not exceeding a 
Specified amount; and as a rule the tariffs publishing such rates 
require a declaration in writing by the shipper that the actual 
re of the commodity shipped does not exceed the amount speci- 
oa by the tariff. The principle underlying these rates, entirely 
ifferent from that underlying released rates, is that the articles 
Covered by the different groups of valuations are in fact so differ- 
— as to constitute in effect different commodities. There is no 
apiding forth by the carrier of an offer to transport goods of the 
npner values at the lower rates in consideration of release by the 
Shipper of the carrier’s liability, and any willful misstatement by 
€ shipper of the value of his goods forwarded under such rates 
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is a misbilling which may subject the shipper to prosecution under 
the criminal provisions of the statutes. These rates were made to 
cover commodities of wide range in values, such as. furniture, 
alcoholic liquors, and ores; and they operate to the ultimate ad- 
vantage cf shippers in affording rates made with more particular 
reference to the actual value of the articles shipped. 


The second Cummins amendment, he said, was not directly 
aimed at actual-value rates as to which there was not attempt 
to limit the liability of the carriers. Its object, he said, was to 
prohibit all limitations of liability of carrers, either by means of 
released rates or otherwse, except upon specific approval of 
the Commission. Not all rates in connection with which a 
declaration of value in writing by the shipper might be required, 
he said, were within the purview of the second amendment, but 
only those where the valuation was declared or agreed upon as 
the released value of the property. In conclusion on the method 
for differentiating such rates, he said: 


Actual-value rates were permitted, under the law, before the 
enactment of the second Cummins amendment, and it follows that 
they are still permitted unless the amendment clearly discloses a 
contrary intention on the part of the Congress. But there is no 
disclosure of any intention to prohibit, or in any way to deal with, 
rates the object or effect of which is not to limit the shipper’s 
‘right of recovery. As previously shown, actual-value rates have 
no such object. But do they in fact have such an effect? There 
are numerous statements to be found in the digest and reports to 
the same general effect as that in 10 R. C. L. 774, that “acceptance 
of a lower rate based on an agreed valuation raises an estoppel 
to assert a greater value after loss or damage.” But the cases 
relied upon, so far as examined, are all cases involving released 
rates. The distinction should be clear between an “agreed 
valuation,” which, to use the language of the Supreme Court in 
Hart vs. Pennsylvania Railroad Co., supra, is “the one on which 
the minds of the parties met, however, is came to be fixed, and 
the rate of freight was based on that valuation, and was fixed on 
condition that such was the valuation, and that the liability should 
go to that extent and no further;” and a value given not as a 
measure of the extent to which the liability of the carrier shall 
go, but as a description for determination of what the particular 
commodity is that is being shipped. The estoppel in the former 
case is based upon the fact that the shipment was received for 
transportation with the understanding that the carriers’ liability 
should extend only to the amount indicated. In the latter there is 
no such understanding or representation, but the representation as 
to value is made solely as establishing the identity of the com- 
modity. Furthermore, under section 20 as amended any attempted 
limitation of the shipper’s right of recovery for the full actual 
loss, damage, or injury to property received for transportation is 
“declared to be unlawful and void’ except when the limitation 
is published under an order from us; and it follows that any at- 
tempt on the part of a carrier to set up a defense of limited lia- 
bility as to goods shipped under actual-value rates not published 
under order from us would fall. And there can no longer be any 
doubt that shipment under actual-value rates, even upon a declar- 
ation of value which is less than the actual value and at the 
reduced rate, does not operate as a limitation upon the shipper’s 
right to recover for the full actual loss, damage, or injury, as 
this question was squarely decided by the Supreme Court in Adams 
Express Co. vs. Darden, 265 U. S. 265, decided May 26, 1924. For 
the reasons set forth herein, released rates and actual-value rates 
may, in our opinion, be fairly and effectively differentiated. 


Commissioner Hall, dissenting, with Commissioner Eastman 
concurring in the dissent, in part, said: 


The majority overrule Industrial Alcohol Co. vs. Director Gen- 
eral, 68 I. C. C. 389, and North Packing & Provision Co. vs. C., M. 
& St. P. Ry. Co., 69 I. C. C. 235, 80 I. C. C. 737. Our conclusions in 
those cases brought order out of chaos in the administration of 
section 20. The real principle underlying those conclusions is not 
disapproved or even discussed but the present findings, if applied 
to shipments of ordinary livestock, would bring again the condi- 
tions which prompted enactment of the second Cummins amedment. 

The question here is whether tariff provisions based on 
“actual” value, whether as represented or declared by the shipper 
or determined by the carrier, in order to fix the applicable rate 
before the shipment moves, operate directly or indirectly to limit 
the carrier’s liability or the shipper’s right of recovery. If they 
do they violate the law. In the Industrial Alcohol case, supra, we 
found that actual-value rates have a tendency to limit, and do 
indirectly limit, the amount of the carrier’s liability or the ship- 
per’s right of recovery because the fear of prosecution for mis- 
billing would tend to restrain a shipper, who had understated the 
uctual value of his goods tendered for shipment, from claiming a 
greater amount in any action which he might thereafter bring to 
recever damages for loss of those goods. 

The “amount of recovery” can be limited by the fear of con- 
sequences growing out of his understatement of “actual” value 
in order to obtain a lower rate just as truly as it would ae limited 
by law in the case of a released rate. It is one thing to say that 
publication of an actual-value rate does not limit a carrier’s lia- 
bility as a matter of law, or that the actual value is a part of the 
commodity description, not intended to limit liability. It is quite 
another to say that such a tariff provision does not or can not 
limit the carrier’s liability as a matter of fact. The act condems 
unauthorized limitations “of any character whatsoever.” 

The reasoning of the Industrial. Alcohol case, supra, is sound, 
and the majority do not impeach it. But careful analysis of the 
Carmack and Cummins amendments supports the view that we 
could have gone further in that case and found that the Cummins 
amendment prohibits rates based on actual value, as well as on 
released value, unless authority is first secured from us. ‘ ' * 

The second Cummins amendment was designed to prevent the 
publication of rates on ordinary livestock based on actual value. 

We have so construed it since its passage. Under the findings 
of the majority such rates may reappear. Decisions which are in 
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conformity with the plain language of the act concerning “repre- 
sentation or agreement or release as to value” are cast into the 
discard. In the future we are again to cope with vexatious ques- 
tions as to whether given rates, dependent upon value, are actual- 
value or released-value rates, and to find, if we may, some 
explanation for our present sanction of actual-value rates on 
ordinary livestock, a commodity hitherto regarded as definitely 
excluded by statute from any rate basis graded according to 
value, actual or otherwise. 


Commissioners McChord and Woodlock did not participate 
in the disposition of these cases. 


CARLOAD PACKAGE LOADING CASE 


The Commission, by means of a decision made by division 
No. 2, in I. and S. Nos. 2140, 2189 and 2273, mimeographed, has 
enabled the carriers to make a start toward getting rid of the 
expense of loading and unloading carload package freight and 
putting into effect the general rule that shippers shall_load and 
unload freight. The carriers assumed that expense at a number 
of cities on account of competitive conditions or because they 


had not sufficient team track space to enable them to enforce the 
general rule. 


By schedules which were to have become effective June 1, 
1924, and later dates, the carriers proposed to cancel their pres- 
ent arrangements under which they loaded and unloaded or 
helped in loading and unloading carload package freight, without 
charge in addition to the line haul rate, at Chicago, Cleveland, 
Pittsburgh, Buffalo, Rochester, Troy and Green Island, N. Y. 
The schedules also proposed to establish charges for certain of 
such services at Chicago, Pittsburgh and Buffalo, when per- 
formed at the request of the shippers. 

Hearings respecting the practices at points in New York 
were held jointly with the New York Public Service Commission. 
Proposed reports were served on the parties and joint oral argu- 
ments were had. 


Chairman Aitchison, author of the report, in an introductory 
statement about the case, called attention to the fact that the 
general rule was for shippers to load and unload carload freight 
and that there were eleven exceptions to that classification rule, 
the eleven being composed of the cities mentioned and in addi- 
tion Washington, New York, Philadelphia and Baltimore. The 
loading and unloading services performed by the carriers, he 
said, varied in extent and character at those points and differed 
on various roads. In general, he said, the carriers aimed to re- 
lieve themselves of the burden of performing these services free 
of charge, that is, free of any addition to the line-haul charges, 
except at the seaboard cities. They took the position, he said, 
that the line-haul rates did not cover the loading and unloading 
and that the expenses incident to the loading and unloading were 
not taken into consideration in fixing the line-haul. They as- 
serted their facilities at the .cities involved were adequate to per- 
mit the handling of freight in the manner contemplated by the 
suspended tariffs. After reviewing the facts as to each of the 
municaplities mentioned, Mr. Aitchison said: 


Protestants particularly urge that the line-haul rates include 
loading and unloading, and that under the law respondents not only 
have to justify the charge for those services, but the burden is 
upon them to show that the line-haul rates heretofore contemplating 
the loading and unloading services are reasonable when demanded 
by respondents for the road haul alone. Respondents answer that 
while it may be true that the line-haul rates to and from the points 
in question include loading and unloading in the tariff sense, there 
Was no expension or increase in the rates to cover the cost of such 
service. Many of the line-haul rates to and from these points have 
been prescribed or approved by us, and our reports do not indicate 
that we have given any consideration to the cost of unloading car- 
load freight in arriving at such rates. The same line-haul rates are 
assessed on shipments to and from industrial sidings or outlying team 
tracks at these points, althouh the loading and unloading is not 
performed by the carriers. The same rates, or the same bases of 
rates, apply to or from other points in the same group or for a 
similar distance, and the rates do not include loading or unloading. 
All of these facts indicate that the general measure of the rates to 
and from the points in question are not unreasonable for the line- 
haul service alone, and warrant the conclusion that if the carriers 
justify the charge for the loading and unloading services, they have 
borne their burden of proof under the law. 


While the team tracks at Chicago and Buffalo are not ideal in 
many respects and are frequently congested, the record does not 
warrant the conclusion that under reasonable regulations and proper 
supervision they are not reasonably adequate. The situation at 
these large industrial centers calls for the serious attention of re- 
spondents, and the team-track arrangements should be thoroughly 
investigated in an effort to assure the maximum efficiency in the use 
of facilities necessarily limited by the lack of space in the congested 
areas in these cities. To widen the driveways would in many in- 
stances reduce the track capacity and might replace the present con- 
gestion of teams and trucks with the more serious railroad conges- 
tion of cars destined to team tracks. Co-operative efforts on the 
part of carriers and shippers, with a view to the adaptation of team 
tracks as far as possible to modern draying practices, and the adjust- 
ment of the method of loading and unloading drays to meet the con- 
ditions in these congested areas, will go far toward removing the 
objections of protestants. There is little evidence touching upon the 
existence or absence of congestion of traffic in the driveways serving 
the freight houses. That there is some traffic congestion similar 
to that at team tracks is indicated to some extent by the record 
and is evident in at least two cases where the team tracks and 
freight houses are served by the same driveways. There are also 
instances of record where steps were taken by respondents to have 
less-than-carload shipments loaded on the team tracks so as to 
relieve congestion at the freight houses. 

We find that the proposed cancellation of tariff provisions for 
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the loading and unloading of carload package freight, without Charge 
in addition to the line-haul rate, applicable at Chicago, lll, Cleveland, 
Ohio, Pittsburgh, Pa., and Buffalo, Rochester, Troy and Green Jy. 
land, N. Y., has been justified. 

We further find that the proposed continuance of the unl 
services at Chicago and at freight stations in Pittsburgh ang the 
loading and unloading services at Buffalo, to be performed y 
shipper’s request and subject to a charge therefor,’ has been justifies 
but that the restriction of the services at team tracks in Pittsb: 
to assistance in unloading has not been justified. Urgh 

We further find that the measure of the proposed charges fy 
these services has not been justified, and that reasonab 4 


le 
should not exceed the following: (1) For loading or unloading Car. 
load package freight at team tracks, 1.5 cents per 100 pounds, or 3 


cents per ton, net or gross, as rated; (2) for receiving and loading 
or unloading and delivering carload package freight at freight houses 
warehouses or platforms, 2.5 cents per 100 pounds, or 50 cents Der 
ton, net or gross, as rated. 


An order will be entered requiring respondents to cancel the 
suspended schedules without prejudice to the filing of others pp. 
viding for the proposed services at Chicago and Buffalo, anq for 
unloading carload package freight through freight stations and on 


team tracks at Pittsburgh at charges not in excess of those herein 
found reasonable. 


Commissioner Campbell, dissenting, said the charges pre 
scribed appeared to be reasonable but, he said, he was not cop 
vinced that the respondents had justified the reasonableness of 
the existing rates to cover merely the line-haul service, 


ORIGINAL FINDING AFFIRMED 


The Commission, in a report written by Commissioner Hall, 
in No. 14402, Oklahoma Millers’ Association vs. Alabama & 
Vicksburg et al., mimeographed, upon further consideration of 
the record in this case and that in No. 12244, Corporation Com. 
mission of Oklahoma et al. vs. Abilene & Southern et al., 69], 
C. C. 207, has affirmed the original finding in the leading case, 
96 I. C. C. 195. It has done so with an admonition to the carriers 
to align the relationship of export rates on wheat and flour go 
as to agree with the relationship of the domestic rates on wheat 
and flour. It said it could see no reason why the relationship 
between rates on wheat and flour for export should be different 
from that prescribed in respect of domestic traffic. 

In the original report the Commission found the relationship 
on export rates on wheat and flour from points in central, north 
central and southern Oklahoma to Galveston, New Orleans and 
other Gulf ports not unduly prejudicial or unjustly discriminatory 
and dismissed the complaint. The situation out of which this 
complaint grew was created by the decision in 69 I. C. C. 207, in 
which distance scales of commodity rates on wheat and some 
what higher rates on flour were prescribed for domestic applica- 
tion. Thereunder, Mr. Hall said, the domestic rates on wheat 
became lower to Galveston than the export rates from some sta- 
tions in Oklahoma, referred to as “affected territory.” The re 
duction in domestic rates on flour were less and did not bring 
them below the export rates. In August, 1922, most of the car- 
riers reduced their export rates on wheat to the lower domestic 
level, thereby disturbing the rate parity of wheat and flour from 
the affected territory that had been in effect for years. The com- 
plainant alleged that the maintenance of higher rates on flour 
than on wheat for export resulted in prejudice to the millers in 
the affected territory, and in undue preference of millers in out- 
side territory, and, of exporters of grain, and of foreign millers. 

In a report on the re-opened Oklahoma Commission case, the 
Commission prescribed for the future, a distance scale of com- 
modity rates from points in Oklahoma to destinations in Texas, 
on domestic traffic, under which the old parity was restored. 
Export rates were not in issue in that case, said Mr. Hall, but 
the Commission expressed its anticipation that realignment 
would follow in instances wherein the domestic rates prescribed 
were lower than the corresponding rates. In the circumstances 
it said it would affirm the original finding. If the carriers, the 
Commission said, should fail to adjust the export rates the com 
plainant might bring their failure to its attention. 


NEW YORK HARBOR SERVICES 


Chairman Aitchison, in a report on Panama Canal act ap 
plication No. 6572, filed by the New York Central; No. 6646, by 
the New York, Ontario & Western; No. 6664, by the Long Island 
Railroad Co.; No. 6665, by the Delaware, Lackawanna & West: 
ern; No. 6708, by the Central of New Jersey, and No. 7050, by 
the Pennsylvania, opinion No. 10485, 100 I. C. C. 383-89, has dis 
posed of matters that have been pending since the early part 
of 1914. The applications were made for permission to continue 
the operation of the marine equipment the trunk lines use in 
extending their rails, in effect, to various parts of the metro- 
politan area, and as to the Central of New Jersey, to Jersey se 
side resorts in competition with its ferry-and-rail route. 

The applicants, except the Lackawanna and the Central of 
New Jersey, averred that their marine service was not 
the terms of the Panama Canal act. The two exceptions made 
no such averments. The others said they filed their applica 
tions, notwithstanding their belief, on account of the penalties 
imposed by the Panama Canal act. 


Mr. Aitchison found that all the ferry, barge and lighterase 


services were without the contemplation of the Panama Ca 
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the applicants had not brought their services with- 
i. OS of the act, wherefore the Commission had no 
I diction and the applications would be denied. 
oy! to the service of the Central of New Jersey, which was 
ried on With the aid of two steamers, he said the com- 
. ities served asked for its continuance. The mayor of one 
wraeee resort said that the shore points would be depopulated 
= the steamer service to them discontinued. Mr. Aitchison 
pee that there was one steamer competing on the route used 
athe Central of New Jersey boats, but more for the excursion 
fic than for the regular business; also that that boat en- 
tered the service after the railroad established its line, and 
that its fares were lower. He found that continuance would 
not violate the Panama Canal act and that the service was in 
the public interest and the Commission granted permission to 


continue it. 


NEW CAR DETENTION BASIS 


A new basis for the payment, by an industrial short line, for 
the detention of cars has been put forth by the Commission in 
No. 14433, Lime Rock Railroad Company vs. Maine Central, 
mimeographed. The complainant sought the Birmingham South- 
ern basis, prescribed in 61 I. C. C. 551. The Commission found 
that that would be too liberal. It allows three days’ free time. 
In the basis prescribed in this case the free time is reduced to 
48 hours, double that on cars received loaded and returned 
loaded, applicable September 1. 

The complainant alleged the rules, regulations and charges 
proposed by the defendant for the use and detention of cars on 
its line subjected complainant and shippers served by it to illegal 
and unreasonable charges, unjust discrimination, and undue pre- 
judice. The short line is a little more than five miles long. The 
Rockland & Rockport Lime Corporation owns its stock. The 
complaining railroad operates a switching and belt line at Rock- 
land, Me. Its yard track and sidings are more than six miles 
jong. The company is a member of the American Short Line 
Railroad Association but not the American Railway Association. 


The Commission’s thought on the subject is as follows: 

We think the basis prescribed in the case cited would be too 
liberal to be applied here. The average detention of cars on com- 
plainant’s line for the years 1920, 1921 and 1922, was 1.86 dalIs. To 
allow the greater time under the Birmingham Southern rule would 
encourage inefficiency in car handling and unnecessary delays. We 
find that the assessment of charges for the use or detention of foreign 
cars on complainant’s line under the per diem rules of the American 
Railway Association was, is, and for the future will be unjust and un- 
reasonable. We find further that the Birmingham Southern rules, as 
herein modified, provide a proper basis for car hire settlement. 

On cars received loaded and returned empty, or received empty 
and returned loaded, 48 hours free time will be allowed and on cars 
received loaded and returned loaded, 96 hours free time will be allowed. 

Time shall be computed from the first 7 a.m. after actual place- 
ment on the interchange track until returned to a recognized inter- 
change track; except that when, through no fault of the delivering 
line such actual placement cannot be made upon the interchange 
track, time shall be computed from the first 7 a.m. after notice of 
readiness to deliver such car has been sent or given to complainant, 
such notice to contain a statement of point of shipment, car initials, 
and number, car contents, consignee, and if transferred in transit, 
the initials and number of the original car. Sundays and legal holi- 
oe not half holidays, shall be excluded except as hereinafter 
stated. 

On cars delivered loaded and returned empty, or on cars delivered 
empty and returned loaded, one credit shall be allowed for each car 
returned within the first 24 hours of free time; after the expiration of 
48 hours, one debit per car per day or fraction of a day shall be 
charged for each of the first 4 days; in no case shall more than one 
credit be allowed on any one car, and in no case shall more than 4 
credits be applied in cancellation of debits accruing on any one car. 
On cars delivered loaded and returned loaded, two credits shall be 
allowed for each car returned within the first 48 hours of free time, 
one credit shall be allowed for each car returned within the first 
12 hours of free time; after the expiration of 96 hours’ free time, 
one debit per car per day or fraction of a day shall be charged for 
each of the first 8 days; in no case shall more than two credits be 
allowed on any one car, nor more than 8 credits be applied in cancel- 
lation of debits accruing on any one car. After a car has accrued 
the debits named, charges for use and detention of cars at the 
contemporaneous demurrage rates shall be collected for each succeed- 
ing day or fraction of a day, including all subsequent Sundays and 
legal holidays. At the end of the calendar month the total credits 
shall be deducted from the total debits and charges for use and 
detention of cars at the contemporaneous demurrage rates per debit 
charged for the remainder. If the credits equal or exceed the debits, 
no charge or payment shall be made on account of such excess credits, 
PH shall credits in excess of the debits of any one month be con- 
sidered in computing the average detention for another month. On 
‘ars delivered empty on orders of complainant and returned empty, 
complainant shall Pay defendant an amount equal to per diem for 
the day, which amount will apply to the 24 hour period beginning at 
a first 7 a.m. after car is received; after the expiration of 24 hours, 
arges for use and detention at the contemporaneous demurrage 
Tates per car per day or fraction of a day shall be collected. 
shal he Birmingham Southern rules, as applied to the complainant 
re be further modified by providing that the rules shall not apply 
= rivate cars or to cars delivered to the complainant through rail- 
po _: that in the case of cars destroyed, or held for repairs, 
\- e tracK of complainant, car hire shall accrue or cease in the 
py Manner as does per diem under the contemporaneous per diem 
poe er car builders rules of the American Railway Association; 
shall hat debits or demurrage accruing on cars while held for repairs 

be charged at the lowest contemporaneous demurrage rate. 
ie here remains for consideration the question of the proper basis 
whick pement between the complainant and defendant for car hire 
ment has accrued since September 1, 1922. We find that an adjust- 
of these charges upon the basis above set forth would be reason- 
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able, and authorize the parties to make settlement in accordance 
therewith. 


WATER COMPETITION REVISION 


The Commission, in I. and S. No. 2364, iron and steel from 
Birmingham and group to points in south Texas, mimeographed, 
has condemned, as not justified, proposed reduced rates on iron 
and steel articles, from the Birmingham district to the Houston 
group, except those proposed on cotton ties and buckles, in which 
protesting iron and steel manufacturers north of the Ohio river 
were not interested. 

By means of the schedules which were to have become oper- 
ative on March 15, carriers serving the Birmingham and Alabama 
City groups, particularly the Louisville & Nashville and the 
Southern, on the one hand, and the Southern Pacific and the 
Gulf Coast Lines, on the other, proposed reductions from points 
on the rails of the southeastern carriers mentioned, the Illinois 
Central or the St. Louis-San Francisco, when routed via Baton 
Rouge or New Orleans to south Texas points, ranging from 3 to 
3.5 cents, except on plate, on which the proposed reduction was 
16 cents and on cotton ties and buckles on which the proposed 
reduction was 15 cents. The reduction on merchant iron was 
from 57 to 53.5 cents and in the report the Commission used mer- 
chant iron as typical. 

While the Commission described the protestants as manu- 
facturers north of the Ohio at another place in its report, it re- 
ferred to them as iron and steel manufacturers in the St. Louis 
territory. 

In relating the history of iron and steel rates to the south- 
west since 1909, the Commission said that St. Louis and Birming- 
ham had been on a parity until November 27, 1923, to Houston. 
On that day a rate of 57 cents was published from both Birming- 
ham and St. Louis to Louisiana points in accordance with the 
scale in Memphis-Southwestern Investigation, 77 I. C. C. 473. 
That created fourth section departures, on account of the 53.5 
cent rate to Houston. The southwestern lines, the report said, 
elected to remove the departures by increasing, September 1, 
1924, the Houston rate to 57 cents from both Birmingham and 
St. Louis. That increase, the southeastern lines said, was made 
without their knowledge or consent. They asserted that had 
they known about the proposal they would have protested. The 
suspended schedules, published on instruction from the south- 
western lines mentioned, that is the Southern Pacific and Gulf 
Coast Lines, proposed to restore the rates from the Birmingham 
district as they were prior to September 1, 1924. That action 
was taken by the Southern Pacific and the Gulf Coast Lines, the 
report said, after other southwestern lines, interested in traffic 
moving through St. Louis, had voted against restoration, with 
consequent disruption of the long-existing parity between St. 
Louis and Birmingham. 

In justification of the proposed rates the Commission said 
the southwestern respondents said they were desirous of attract- 
ing to the rail lines a fair share of the iron and steel tonnage 
which was moving over the water route via the Mississippi-War- 
rior Service to Mobile and thence by barges of the Sipsey Barge 

& Towing Company to docks at ports in the Houston group. A 
weekly service, the report said, was maintained to Mobile and 
substantially a weekly service beyond. The southeastern re- 
spondents, backing up the southwestern respondents, said they 
wished to assist the industries they served, in meeting competi- 
tion from the iron and steel mills in Atlantic seaboard territory. 
The latter, the Commission said, had lower rail-and-water rates 
via Atlantic ports to the Houston group and supplied most of the 
commodities received therein. The reasons for those rates, it 
said, were given in Iron and Steel Articles from New Orleans, 
741. C. C. 146. 

Respondents, the report said, asserted that they were first 
seriously affected by water competition in 1923. Their witness 
testified that the volume of iron and steel covered by the sus- 
pended schedules moved from the Birmingham district to the 
Houston group, in 1923, was 13,500 tons by the water route and 
4,513 tons, all-rail; in 1924 those totals weve increased to 13,862 
and 9,940 tons. The basis of rates via the Mississippi-Warrior 
Service, it said, was 80 per cent all-rail, Birmingham to Mobile, 
giving rates of 18 and 33 cents intrastate and interstate, respec- 
tively. The report said the Sipsey barge service rates were not 
on file with the Commission, but that the water route rate was 
quoted at 35 cents and the all-rail rate on merchant iron was 
57 cents. To that 35-cent rate would be added a line-haul or 
switching charge where other than dock delivery was necessary. 

The Commission said that although there was some foreign 
competition, it was undisputed that the competition in the 
Houston group met by both protestants and the Birmingham 
producers was with manufacturers in the Pittsburgh and dis- 
tricts east thereof, mainly, with the mills in close proximity 
to Philadelphia and New York. The exhibits showed that on 
merchant iron from Pencoyd, Pa., there was a rate of 41 cents, 
from Bethlehem, Pa., 48 cents, from Pittsburgh, 67, and Youngs- 
town, O., 70.5 cents. In disposing of the case the Commission 
said: 

The views expressed in Iron and Steel Articles from New Orleans, 


supra, at page 152, with respect to the all-rail rates from St. Louis, 
are pertinent here, except that the extent of the undue prejudice 
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against the central territory producers, protestants here, would be 
less. It may fairly be assumed that the rates resulting from our 
findings in Pensacola Chamber of Commerce, 98 I. C. C. 567, will 
enable respondents to meet the competition of the water route from 
Birmingham under a more favorable rate adjustment than that which 
would have resulted under the rates they proposed with a continuance 
of the present total rate over that route. This will remove what- 
ever merit there may have been in their claim, in support of reduc- 
tions to the extent proposed, that the water competition from Bir- 
mingham made the conditions affecting rates therefrom so dissimilar 
from those affecting St. Louis as to justify disrupting the existing 
rate parity and disregarding the advantage in distance which St. 
Louis has in the northern part of the southwestern territory herein 
described. The southwestern respondents participate in the all-rail 
rates from protestants’ mills, and the southeastern respondents 
participate in such rates applicable via Ohio River crossings. Fourth- 
section departures would be created under the proposed revision. 

With respect to the proposed rate on plate, much lower than on 
merchant iron, it is noted that from the protesting points, as well as 
from the eastern mills over the rail-water-and-rail route, the rates 
on plate are the same as the corresponding rates on merchant iron. 
Respondents merely explain that the proposed rate on plate is a 
restoration of the basis maintained prior to September 1, 1924. There 


is no evidence of unlawfulness in the proposed rate -on cotton ties and 
buckles. 


We find that the suspended schedules, except those publishing the 
rate on cotton ties and buckles, have not been justified. An ap- 
propriate order will be entered and the proceeding discontinued. 

Commissioner Hall, dissenting, said: 


As I stated in my dissent in Iron and Steel Articles from New 
Orleans, 74 I. C. C. 146, at 152, relied upon here, I fail to see why we 
should not allow the reduced rates to become effective. 


CARNEGIE ROAD A CARRIER 


In a report on further hearing in No. 11275, Carnegie Steel 
Company vs. Director-General, Pittsburgh & Ohio Valley et al., 
mimeographed, the Commission has affirmed the finding in the 
original report, 80 I. C. C. 269, that the Pittsburgh & Ohio Valley, 
owned by a United States Steel Corporation subsidiary, was and 
is a common carrier subject to the interstate commerce act. The 
further hearing was held upon the petition of the defendants 
other than the industrial road which served a Carnegie plant on 
Neville Island near Pittsburgh. It was had because they asserted 
that conditions had greatly changed since the original hearing 
in 1920, in that the war department had dismantled its ordnance 
plant on the island, that the dam in the Ohio river at that point 
had been completed and that therefore the interstate business 
furnished by the contractors doing work on the island had dis- 
appeared. The Commission said that the amount of the inter- 
state business was not pertinent to the question whether the 
road was open to the public use. In 1923, the defendants pointed 
out, there was no non-proprietary business. 


Having affirmed its original finding the Commission held that 
interstate rates to and from the complainant’s plant, except on 
ex-lake iron ore and except upon local movements in connection 
with the trunk lines at switching rates, were unreasonable and 
unduly prejudicial to the extent they exceeded rates on like com- 
modities to Neville Island and that complainant was entitled to 
reparation on account of the excess. The trunk lines insisted 
upon charging demurrage on cars delivered to the road they 
called a plant facility. The Commission was not asked to pre- 
scribe the basis of charges for car detention, the industrial road 
interests having said they would negotiate with the trunk lines 
to have the Birmingham Southern basis accepted for settlement. 


The Neville Island basis of rates is to be made effective not later 
than October 15. 


Commissioner Eastman, dissenting, said that, as he saw it, 
this “pseudo railroad” was not a common carrier but that even if 
it were, it did not follow that the terminal services for which 
it sought compensation out of the line-haul rates were common 
carrier services. For light on that point he referred to his dis- 
sent in National Tube Company vs. L. T. R. R. Co., 56 I. C. C. 
272. In that dissent, he said, that as he viewed the like conten- 
tion of the Lake Terminal road in that case, a great and pros- 
perous industry was seeking, as in that case, to fasten upon the 
trunk lines—and through them indirectly upon the public—the 
expense of a service which it had undertaken to perform for its 
own benefit and which it would continue to perform for the same 
reason that if it were obliged to bear the entire cost itself and, 
although the trunk lines were willing to undertake the service. 
Further, he said: 


I am unable to accept the conclusion of the majority, that the 
Pittsburgh & Ohio Valley is a common carrier. It is one of a brood 
of parasitic companies owning a few miles of railroad track which 
have been organized by great industries in this country for the pur- 
pose of transferring to the real railroad companies a part of the cost 
of their industrial operations. If these parasites are common carriers 
then, in my judgment, the relationship between them and the owning 
industries, other than lumber companies, constitutes a violation of 
the so-called commodities clause, paragraph (8) of section 1 of the 
interstate commerce act, which we ought to bring to the attention of 
the Department of Justice. In this instance, however, the common 
carrier disguise is very thin. I am unable to discover in the evidence, 


even as set forth in the majority report, any genuine holding out to 
serve the public. 


Commissioner Woodlock dissented without writing anything 
about it, while Commissioner McManamy joined Commissioner 
Eastman in his dissent. 
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CANADIAN CHARGES QUESTION 


The Commission has dismissed No. 15763, National-Amerj 
Wholesale Lumber Association, for W. M. Weston Co., vg, Bay 
more & Ohio et al (mimeographed), finding that the joint ras 
of 52.5 cents on two carloads of chestnut lumber from Camden. 
Gauley, W. Va., to Montreal, and at the latter point reconsignej 
to Ste. Therese, Can., not unreasonable in the past, at Present 
or for the future. It said the question of whether, as alleged 
overcharges were collected by a Canadian carrier upon and in 
connection with reconsignment of the shipments from Montrey 
to Ste. Therese resulted in overcharges which entitled the con. 
plainant, or its member on whose behalf the complaint y 
filed, to an award of reparation, had to be determined undy 
the laws of Canada and by some tribunal other than itself. It 
said it was of the opinion that by becoming parties to the joint 
tariff and rate, as in this case, the American carriers dig not 
authorize the Canadian Pacific to collect overcharges on thege 
shipments; also, that under section 1 (2) of the interstate com: 
merce act, its jurisdiction over such transportation applied only 
to such transportation as took place within the United States 

The complaint alleged the rate imposed on shipments made 
in March, 1922, was illegal, unreasonable and in violation of the 
fourth section to the extent it exceeded 52.5 cents. The Con. 
mission was asked to prescribe a just and reasonable Tate 
and award reparation. The allegations of unreasonableness and 
violation of the fourth section, the Commission said, were based 
upon the view that the rate charged and collected was in e. 
cess of those legally applicable, in that it was in excess of 525 
cents. The Baltimore & Ohio, Michigan Central and Canadian 
Pacific, the carriers that moved the shipments, were parties t 
the tariff. Reconsignment was on ortier of W. M. Weston Con. 
pany. The Canadian Pacific collected 8 cents per 100 pounis 
for the transportation beyond the reconsignment point, Dlus a 
diversion charge of $3. The tariff carrying that rate was not 
on file with the Commission. 


CARBON BLACK RATE CASE 


A finding of unreasonableness, an award of reparation and 
an order establishing a new rate have been made in No. 15650, 
Lookout Paint Manufacturing Co. vs. Missouri Pacific et al. 
(mimeographed), the Commission finding a combination rate of 
92.5 cents, based on Memphis, on carbon black, carloads, from 
the Monroe, La., gas district, to Chattanooga, Tenn., unreason- 
able to the extent it exceeded 70 cents. That rate is to be estab- 
lished not later than September 15 on not less than five days’ 
notice. 

Commissioner Campbell, dissenting, said that if a rate of 
61 cents was reasonable for the 504 mile haul from Monroe to 
East St. Louis, he thought that that would be a better measure 
of reasonableness for the 511 mile haul to Chattanooga than 
the rate to Louisville, used by the majority, for a much longer 
haul. He said the Commission had often said the transporta- 
tion conditions in the southwest were more comparable with con- 
ditions in the southeast than with any other section of the coun- 
try. He added that the conditions in the southeast were at least 
as favorable as in the southwest, hence his suggestion about 
the 61 cent rate to East St. Louis. 


RATES ON CHEESE 


In a mimeographed report on I. and S. No. 2116, No. 15880, 
Armour & Co. et al. vs. Abilene & Southern et al., and a sub 
number thereunder, Wilson & Co., Inc., et al. vs. Same, written 
by Commissioner Hall, the Commission found proposed rates on 
cheese, carloads, from Wisconsin points, Chicago, Missouri and 
Mississippi River points, and points in defined territories, to des- 
tinations in Arkansas, Louisiana, Oklahoma and Texas, not justi- 
fied. The carriers proposed to cancel the commodity rates and 
put cheese on third class which would make a few small reduc: 
tions, and increases which would range from approximately half 
a cent to 42 cents per 100 pounds. These schedules were filed 
by the carriers after negotiations between themselves and ship 
pers had failed to bring an agreement. 

An additional finding was that rates on American cheese, 
carloads, from Wisconsin points and Chicago to destinations in 
the same states were not unreasonable in the past but would be 
unreasonable for the future to the extent set forth in the report. 

The finding of non-justification as to the first-mentioned 
group of rates was without prejudice to the filing of rates in 
conformity with the findings in the report. In conclusion, the 
Commission said: 


The Chicago Wholesale Cheese Dealers’ Association opposes 4 
reduction in the present spread as between Wisconsin producing 
points and Chicago. A witness for this association testified on cross 
examination that its interest in the proceedings is wholly in the oe 
lationship of rates and not in their measure. Its members do not ship 
direct from producing points and therefore cannot avail themselves 
of carload rates direct to destinations. The present rate on chee 
in carloads, concentrated at points in the Fox River group, to Chi- 
cago is 38.5 cents. This witness expressed the fear that any reduc- 
tion in the present spread would prohibit shipments from Chicago to 
the southwest in carloads. The present record affords no reason for 
disturbing the present difference in rates as between the Fox River 
and Minneapolis-St. Paul groups on the one hand and the Chicag0 
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4 Milwaukee groups On the other hand, or why that difference 
‘hould not be maintained in respect of traffic to all of the destination 
8 
state rotestants show that cheese can readily be loaded in standard 

yipment in excess of the minimum of 24,000 pounds suggested by 
ae That minimum_now applies in connection with commodity 
es to Arkansas and Louisiana, and the average loading of Armour 
* Co 'g shipments to those states was over 24,000 pounds, the aver- 
-!. of 11 carloads to Monroe being as high as 28,193 pounds. The 
‘ripments made by Swift & Co. to all of the destination states ranged 
from 20,000 to over 47,000 pounds and averaged about 25,000 or 26,000 
ounds. Although the minimum under the third-class rates pro- 

4 by respondents is uniformly 20,000 pounds, they do not oppose 
an increase to 24,000 pounds. . 

We find that the schedules suspended in Investigation and Sus- 
pension Docket No. 2116 have not been justified. An order will be 
entered requiring their cancellation and discontinuing that proceed- 
ing, without prejudice to the filing of new schedules establishing rates 
not in excess of those set forth in the following table from and to 
the points named, minimum 24,000 pounds, which, we find, will 
he reasonable maximum rates, and rates from and to the other 

ints covered by these proceedings which will be in harmony with 
the following rates from and to the points specifically named, 

Rate from Wis- Rate from 
consin Points (1), Chicago (2), 
To Cents. Cents. 


EI CPR coc vc ccc cris cns esicwecevccsivceecess 135 117 
Oklahoma City, Okla.........eeeeeecccecee 142 124 
PRRRURY. Dion 9:0: 010.0; 0:0'9-0.910-4'0,0 01010 9:0 014. 0108.0 139 121 
TENN. Naso. « wir-«. ¢is'0: 0s; 0 eiu' el eieie.ecere:pis.e1y'oy4 133 115 
MORNPEAMS, ATK. ~TOX.. 0. ceccccivevcecerevees 144 126 
EY Ee 5 niin cwe'ieetsie: vidoe eieiee a5) hid: ibinie Oke 155 137 
NU wiass sole aw odes :c10 005-9 ein ein wee eee © 167 149 
ES Ry > Ee rn eee 173 155 
0 OO rer rr, ore ee 185 167 
OE SS Sa rey eae eee 149 131 
a er ee eee eC 158 140 


(1) Abbotsford, Algoma, Antigo, Appleton, Athens, Bear Creek, 
Bimamwood, Boyd, Denmark, Doylestown, Fond du Lac, Greenwood, 
Green Bay, Hartford, Jackson, Kiel, Manitowoc, Marion, Marshfield, 
Merrill, Merrillan, Neenah, Osceola, Plymouth, Randolph, Rice Lake, 
Shawnee, Sheboygan, Spencer, Stanley, Stratford, Thorp, Wausau 
and Wisconsin Rapids. 


' (2) Also from Argyle, Blanchardville. Blue River, Brodhead, 
nae. Monroe, Mt. Horeb, Muscoda, Richland Center and Spring 
Green, Wis. 

We further find that the rates on American cheese, assailed in 
No. 15880 and No. 15880 (sub No. 1) were not unreasonable in the 
past, but that for the future they will be unreasonable to the extent 
Aad may exceed the rates set forth in the next preceding para- 
graph. 

We make no specific finding as to points of destination other 
than those named above, but located in the four states referred to. 
The carriers will be expected to revise their rates to all destinations 
in = states in harmony with the basis herein specifically pre- 
scribed, 

Commissioner Campbell, dissenting, said: 


The rate basis approved by the majority will in most instances 
result in substantial increases in the freight charges which the 
shipper has to pay on this traffic. Upon this record I find no war- 
rant for such a finding. For the reasons given by protestant and 
recited in the report I am of the opinion that cheese should be ac- 
corded somewhat lower rates than butter, eggs and dressed poultry, 
and I think the finding for the future should be that reasonable 
maximum rates from and to the points here involved should not 
exceed 85 per cent of the rates on butter, eggs and dressed poultry 


ee 4 corresponding distances in the Dairy Products Vase, 


GRAIN CAR DISTRIBUTION CASE 


_ The Commission has dismissed No. 16315, Tisdale Farmers’ 
Union Co-operative Association vs. Missouri Pacific, mimeo- 
graphed, finding that the complaint alleging the carrier discrim- 
inated against the complainant, located at Tisdale, Kan., in favor 
of its competitor at Bushton, Kan., in the distribution of avail- 
able cars for the shipment of grain between September and 
December, 1922, has not been sustained. The complaint alleged 
the distribution as made subjected it to undue prejudice and un- 
duly preferred other shippers who were furnished a larger num- 
et of cars, particularly the Bushton Grain & Supply Company, 
at Bushton, Kan. The complainant, with an elevator just outside 
of what the Commission called the wheat country, alleged it 
could have loaded 15 more cars had they been furnished and 
asked for damages on that basis. The Commission said that 
ider the prompt loading rule the complainant, technically, re- 
— five more cars than were loaded because it held one car 
oe October 30 to November 4. The reason for such delay 
ting that the car was being loaded with wheat not in the ele- 
sy and the weather making that kind of loading impossible. 
the period mentioned the Bushton elevator shipped 44 car- 
oads, 30 of which were in cars owned by the shipper but not 
counted against its share, the Missouri Pacific interpreting the 
re 80 as to exclude them. Since then, the Commission said, 

as changed its practice. On the basis of wheat on hand, the 
‘port said, the Bushton elevator was entitled to two more cars 
pe it received. It said that with one exception every order 
Tom the complainant was filled within the period of complaint. 


JUNCTION RATES ORDERED 
P The Commission, in No. 14856, Tioga Coal Company vs. Bal- 
Pome & Ohio et al., mimeographed, has ordered the principal 
lefendant and the Strouds Creek & Muddlety Railroad to estab- 
fee junction point rates from mines on the Strouds Creek, not 
rosa than September 10, on not less than one day’s notice. The 
Mmission found the Strouds Creek to be a common carrier 
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subject to the interstate commerce act. It found the rates from 
mines on the short line not unreasonable but unduly prejudicial 
to the extent they exceeded those from Allingdale, W. Va., the 
junction point between the Baltimore & Ohio and the Strouds 
Creek. The road is owned by the Tioga Lumber Company, but 
leased to and operated by the Birch Valley Lumber Company. 
The Dundonald Coal Company intervened in support of the com- 
plaint. The defendants, the Commission said, claimed the short 
line was not a common carrier subject to the federal law. It 
publishes an intrastate tariff and reports to the West Virginia 
commission but not to the federal commission. It is ten miles 
long and operates in the Gauley coal field with power furnished 
by the lumber company and cars furnished by the Baltimore & 
Ohio for coal and lumber. 


COAL CASE DISMISSED 

The Commission has dismissed No. 14913, Municipal Electric 
& Water Departments, City of Anderson, Ind., vs. Big Four et 
al., mimeographed, on a finding that the rate of $3.36 on five 
carloads of coal shipped in November, 1920, from Marissa, Ill., to 
Anderson was not unreasonable. The complaint alleged the rate 
was unreasonable to the extent it exceeded one of $2.40. Rates 
for the future and reparation were requested. 


MINE RATING CASE DISMISSED 


The Commission has dismissed No. 15164, Winding Gulf Col- 
liery Co. vs. Virginian (mimeographed), finding that the allega- 
tions that the defendant, in the period from August 1, 1922, to 
February 28, 1923, failed and neglected to apply just and reason- 
able ratings to the coal mines served by it, and to distribute cars 
among the mines so as to give complainant’s mine its just, rea- 
sonable and proper share of cars available for coal loading, re- 
sulting in undue prejudice and disadvantage to complainant, had 
not been sustained. The mine alleged to have been unduly preju- 
diced is in the Winding Gulf section of the New River district of 
West Virginia. The Commission found that defendant did not 
violate paragraph 12 of section 1 in its practice in rating mines 
and accordance with Circular CS-31, Revised. It further found 
that the method adopted by the defendant in rating mines served 
by it had not been shown to have been unreasonable or unduly 
prejudicial to the complainant. 


NEW COAL RATE ORDERED 


A finding of unreasonableness, an award of reparation and 
an order establishing a new rate for the future, have been made 
in No. 14731, Lillie Mill Co. et al. vs. Louisville & Nashville 
(mimeographed), as to a rate of $2.25 before July 1, 1922, and 
$2.03 thereafter, on coal from mines in western Kentucky on the 
L. & N., to Franklin, Tenn. The Commission found it unreason- 
able to the extent it exceeded $1.94 prior to and $1.75 after July 
1, 1922, and ordered the establishment of the $1.75 rate not later 
than September 15. The complainant asked for rates of $1.50 
and $1.35, the Nashville basis. 


RATES NOT UNREASONABLE 


The Commission has dismissed No. 15609, Somerville Iron 
Works vs. Central of New Jersey et al. (mimeographed), finding 
rates on cast-iron soil pipe, from Somerville and Newark, N. J., 
to destinations in New England not unreasonable or otherwise 
unlawful. They were alleged to be not only unreasonable but 
unjustly discriminatory and unduly prejudicial. 


NEW SUGAR RATE FOR BOWIE 

The Commission, in No. 14140, Solomon-Wickersham Com- 
pany vs. Santa Maria Valley et al., mimeographed, written by 
Commissioner Campbell, has found the rate of 84 cents on sugar, 
in carloads, from San Francisco and other California points to 
Bowie, Ariz., unreasonable to the extent it exceeded, exceeds or 
may exceed 83 cents prior to July 1, 1922, and 75 cents there- 
after and for the future, on a 60,000 pound minimum. It award- 
ed reparation to that basis and ordered the new rate established 
not later than October 27. Commissioner Hall, concurring, said 
he was constrajned by the Commission’s decision in 95 I. C. C. 
244 to concur in the decision reached by the majority. 


LAUNDRY CASE DISMISSED 

An order of dismissal has been entered in No. 15450, Laun- 
dry Owners’ National Association vs. American Railway Ex- 
press Company et al., mimeographed, the Commission finding 
the first class rating on laundry in Official Classification terri- 
tory not unreasonable, unjustly discriminatory or unduly pre- 
judicial. The complaint alleged that rating was unduly prefer- 
ential of other commodities rated second class in that territory. 
The Commission said the evidence in this case differed in no 
material respect from that considered in Laundrymen’s National 
Association vs. Adams Express Co., 45 I. C. C. 361, in which it 
said the rating was also attacked. The evidence in support of 
the allegation of unjust discrimination and undue preference, 
the Commission said, consisted of comparisons of the rates on 
laundry with those on fruits, vegetables, bread, animal and 
stock feeds, fertilizer and fertilizer materials, hides, magazines, 
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books and so forth, none of which, it said, was shown to com- 
pete with laundry. 


CAR SUPPLY CASE 


The Commission, in No. 15270, A. Spates Brady vs. Baltimore 
& Ohio et al., mimeographed, found that the complainant had not 
sustained the allegation that the acts and practices of the Balti- 
more & Ohio and the Western Maryland, the defendants, whereby 
the mines of the West Virginia Coal & Coke Company, located 
on the Coalton branch of the Baltimore & Ohio, from October 14, 
1922, to April 1, 1923, were accorded Western Maryland rates and 
services while failing to accord similar service and rates to com- 
plainant’s mine located intermediate thereto resulted in discrimi- 
nation in the matter of car supply; also that no discrimination in 
car supply as between those mines was shown from September 
1, 1922, to October 14 of that year. 

A finding of unreasonableness was made as to a combination 
of rates of 76 cents per net ton and $3.09 per long ton from the 
complainant’s mine to Port Covington, Md. (Baltimore), applied 
on five carloads shipped in February, 1923. The Commission 
said a rate of $2.84 was applicable from Norton, W. Va., a more 
distant point. It said the rate imposed was unreasonable to the 
extent it exceeded $2.84 and awarded reparation to that basis. 





OMAHA BASIS ORDERED 


The Commission, in a report written by Commissioner Camp- 
bell, on No. 14289, Lincoln Chamber of Commerce et al. vs. 
Arkansas Central et al., mimeographed, has found rates on coal, 
from mines in Kansas, Missouri, Arkansas and Oklahoma, to 
Lincoln and Havelock, Neb., not unreasonable but unduly preju- 
dicial to the extent they exceed or may exceed the Omaha rates, 
which, from Pittsburg, Kan., for illustration, is 18 cents lower 
than to Lincoln and Havelock. 

Chairman Aitchison concurred in the finding that the rates 
were not unreasonable. He pointed out, however, that the 
Omaha rate was held down by an order of the Commission in 
Southwestern Coal Operators’ Association vs. A. W. Ry. Co., 89 
I. C. C. 73, which purported to prescribe reasonable maximum 
rates. The finding of undue prejudice in this case, he said, 
could therefore have no effect other than to require defendants 
to reduce the Lincoln and Havelock rates, “thus nullifying the 
finding that they are not unreasonable in the same breath that 
they are so found. If the finding of undue prejudice stands, our 
order in the case cited should be vacated and an alternative or- 
der entered in the instant case.” 


PEANUT REVISION ORDERED 


A revision of rates on peanuts, not later than October 30, 
has been ordered in No. 15410, United Fig & Date Company et al. 
vs. Atlantic Coast Line et al., opinion No. 10544, 101 I. C. C. 138- 
45. The Commission, in a report written by Chairman Aitchison, 
found the rates, in carloads, from points in Alabama, Florida, 
Georgia, South Carolina, and Tennessee, to Chicago, Milwaukee, 
Cantor, O., Cleveland, South Bend, Ind., and Dubuque, Ia., un- 
reasonable for the future to the extent that the factors north 
of the Ohio River might exceed the following: Chicago, 27 
cents; Milwaukee, 30; Canton, 26; Cleveland, 26; South Bend, 
27; and Dubuque, 32.5. It found the rates to St. Louis not un- 
just, unreasonable or otherwise unlawful. 

Reparation was denied because of the change in the long- 
continued basis in effect north of the Ohio River, and bacause 
of the extensive territory involved. 

The Commission also found that the rates on peanuts were 
not related to rates on peanut oil. 

The complaint alleged the rates on shelled peanuts were 
and had been unreasonable; that the failure of the carriers to 
maintain a precise relationship between the rates on peanuts 
and those on peanut oil resulted in undue prejudice to the com- 
plainants and an undue preference of peanut oil, and that the 
contemporaneous maintenance of such a relationship in the 
rates on peanuts and peanut oil from the same points of origin 
to St. Paul, Minn., resulted in undue prejudice to the points 


of destination hereinbefore mentioned to the undue preference 
of St. Paul. 





BRICK CASE DISMISSED 


The Commission has dismissed No. 12027, Illinois Brick Com- 
pany vs. Director-General and Chicago, West Pullman & South- 


ern, mimeographed, on a finding that rates on brick, common, 


from Blue Island, IIll., in the Chicago switching district, to points 
in Illinois and Indiana, also within that district, between June 25, 
1918, and December 5, 1918, inclusive,.were not unreasonable. 
The rates charged were subsequently reduced to the rates for 
which prayer was made in this complaint but the Commission 


was not influenced thereby. Chairman Aitchison dissented but 
did not say why. 


INTERMEDIATE POINT RULES CASE 


The Commission, in I. and S. No. 2369, Intermediate Point 
Rule on Cement between W. T. L. Points, mimeographed, has 
found not justified the proposal of the carriers to amend the 
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intermediate points rule in its application to coment in Western 
Trunk Line territory and ordered the supplement proposing th, 
amendment cancelled. In disposing of the case the (Cop. 
mission said: 


The principal change complained of is that the pro 
is restricted to apply only where no specific through rate on the 
same commodity from the same point of origin to the same Point 
of destination is published in some other tariff. 

From the Kansas gas belt mills to many points in Southeast 
Missouri specific rates are published, some of which are higher 
than the rates published from the same points of origin to points 
in southern Illinois. In Western Cement Rates, 48 I. C. C, 201, 59 
I. C. C. 225 and 69 I. C. C. 644, distance rates on cement were Dre 
scribed in a large territory west of the Indiana-Illinois state 
line. No rates were prescribed in that case to points in Missouri 
southeast of the main line of the St. Louis-San Francisco Railway 
Company, hereinafter called the Frisco, between Springfield anq 
St. Louis, with the exception of certain points on the west bank 
of the Mississippi River between St. Louis and Chaffee, Mo,, which 
were included in scale II territory, as defined in that case. From 
the Kansas gas belt mills the rate to Thebes and Ullin, Ill, is 
19.5 cents and applies over the Frisco via Chaffee and the Chicago 
& Eastern Illinois Railway. To a number of points in southeast 
Missouri such as Cabool and Willow Springs on the Frisco inter- 
mediate to Thebes and Ullin the rate from the Kansas gas belt 
mills is 20.5 cents. Respondents were unable to point out any 
restriction in the routing in connection with the rates on cement 
to Thebes and Ullin which prohibits the movement over the Frigeo 
through Cabool and Willow Springs via Chaffee and the Chicago & 
Eastern Illinois. The present intermediate point rule applies the 
rates to Thebes and Ujlin as a maximum to points in southeast 
Missouri on the Frisco while the proposed rule would not do go 
for the reason that specific rates are published in other tariffs 
to many points in southeast Missouri. . 

Protestants have for some time been endeavoring to have the 
rates to southeast Missouri adjusted. Rates from those points are 
in some instances shown to be higher than combination of local 
rates through such junction points as Pittsburg, Kans, and 
Springfield, Mo., and higher than scale III cement rates. It is 
unnecessary to go further into detail as to the measure of rates 
to this territory. Respondents have wholly failed to justify rates 
to points in southeast Missouri which would be higher than rates 
to points in southern Illinois. 


ROOFING MATERIAL RATES 


A finding of unreasonableness and of undue prejudice, an 
award of reparation and an order to establish new rates not later 
than October 15, have been made in No. 15,712, Wm. Cameron & 
Company, Inc., vs. Abilene & Southern et al., mimeographed, as 
to rates on paving and roofing materials, from New Orleans to 
Corpus Christi, Devine, San Antonio, San Angelo, Big Springs, 
Fullerville, and Acme, Tex., and all other points in Texas lying 
between those mentioned and Galveston, Houston, Beaumont and 
related points. The complaint alleged the rates were unreason- 
able, unjustly discriminatory, unduly prejudicial and in violation 
of the aggregate of intermediates part of the fourth section. The 
complainant sought for the Memphis-Southwestern Investigation, 
77 I. C. C. 473 basis, although the Commission said it did not 
advocate disruption of the common point group. The rate for 
548 miles, the ruling distance, the Commission said, would be 48 
cents. That rate, it said, was considered entirely too low for 
application to the common point territory. In a dissent, Com- 
missioner Campbell said he thought the Memphis-Southwestern 
rates should be used as the basis. The finding, other than the 
one than complainant made shipments, is as follows: 


Posed rule 





We find that the rates on the articles listed in the appendix 
hereto from New Orleans, La., to Corpus Christi, Devine, San An- 
tonio, San Angelo, Big Springs, Fullerville, and Acme, Texas, and 
all other points in that portion of Texas lying between these 
points and Galveston, Houston, Beaumont and related points were, 
are, and for the future will be unduly prejudicial and unreasonable 
to the extent that they exceeded, exceed or may exceed 50.5 cents 
per 100 pounds, minimum 40,000; and that the rates on similar 
articles from New Orleans, La., to points in Texas beyond Corpus 
Christi, Devine, San Antonio, Big Springs, Fullerville and Acme 
were, are, and for the future will be unduly prejudicial and un- 
reasonable to the extent that they exceeded, exceed, or_ may exceed 
the rates herein, provided for to Corpus Christi, DeVine, San 


Antonio and related points, plus Class E differentials, minimum 
40,000 pounds. 


FOURTH SECTION RELIEF 


The Commission, in a report on Fourth Section Application 
No. 12374, Canned Goods from Montana to San Francisco and 
Oakland, mimeographed, by means of fourth section order No. 
9175 authorized the northern transcontinental lines and their 
connections to establish the proposed rate of 71 cents per 100 
pounds on canned goods, as described, from Bozeman, Hamilton, 
and Stevensville to San Francisco and Oakland, subject to the 
conditions (a) that the rates on like traffic to intermediate 
points to and including Fagan, Calif., shall not exceed those 
proposed by applicant, (b) that the rates to other intermediate 
points shall not exceed the rate to Fagan, (c) that rates to the 
said intermediate points shall not exceed rates to San Francisco 
and Oakland by more than the differences existmg between the 
rates contemporaneously in effect on like traffic from Portland, to 
San Francisco and Oakland, on the one hand, and intermediate 
points, on the other, and (d) that said intermediate rates shall 
in no case exceed the lowest combination of applicable rates 
subject to the act. 


Commissioner Campbell dissented. 
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August 8, 1925 


SOUTHERN CLASS RATES ~— 


A new class rate structure will go into effect, it is believed, 
jn southern territory January 1, 1926, or soon thereafter. The 
Commission, on August 5, issued its report on No. 13494, South- 
ern Class Rate Investigation, written by Commissioner Eastman, 
opinion No. 10499, 100 I. C. C. 513-735, prescribing a general 
scale and scales for taking care of particular situations; The 
general scale is higher, in material parts, than the one proposed 
by him in his tentative report, although the rates from the 
initial ones up to 50 miles are the same as in the proposed 
scale; higher in the distances between 50 and 300 miles; the 
same from 300 to 650 miles, and higher from 650 miles to the 
end of the scale, at 1,500 miles. 


The net effect, it was believed when the report was put 
out, would be to leave the revenues about the same as they had 
peen. In the matter of revenue, the rail-and-water rates are 
almost of controlling importance. On the subject of revenue, 
the Commission, in discussing the rail-and-water rates carried 
in Appendix O, said: 


In fixing the rates shown in Appendix O consideration has been 
given to carrier revenue. Judging by the results of the various 
traffic tests it is our opinion that these rates will more than pre- 
serve existing revenue. It should be noted, however, that while in 
many cases the first-class rates will be higher than thoSe now in 
effect, the results from the shippers’ standpoint will be more favor- 
able on the lower classes because of the changed percentage re- 
lationships. A table is included in Appendix O showing the rates 
for the other classes corresponding to every first-class rate included 
in that appendix. 


Because of the impression on that point the idea was com- 
mon at the time this was written that the new structure would 
be put into effect, if not on January 1, then soon thereafter. In 
other words, that, while the carriers probably would find many 
things to criticize, the defects in it would not be such as to 
delay use Of the new structure much, if any, after the beginning 
of 1926. Of course, there has been no revenue check under 
the prescribed scales, hence the thoughts on the subject at the 
time of the promulgation of the report were subject to any 
check that might be made, if the changes were such as to suggest 
to the railroads another revenue check. The general idea, 
however, among the Commission men was that there would be 
not much revenue change either way. 


Commissioner Eastman’s report is taken to indicate that he 
was not burdened with any pride of opinion about his tentative 
report; that he scrapped parts of it with as good will as if he 
were dealing with the work of an examiner, on account of ob- 
jections made by shippers and carriers in the course of the 
argument that closed on January 17, 1925. He threw into the 
discard his constructive mileage scheme for making rail-and- 
water rates, substituting therefor specific rates. He also put 
aside his rule of using 8314 per cent of the combination for the 
making of joint inter-territorial rates, prescribing arbitraries 
or differentials to be used to ameliorate the jumps from one ter- 
ritory to another. He also abandoned the 90 per cent rule for 
calculating distances in the heavier traffic density parts of the 
territory and modified the percentage relationship of class D to 
first class, from 21 to 22.5 per cent, as suggested by the shippers 
and agreed to by shippers. 

No definite order has been issued requiring the new struc- 
ture to be applied January 1. The only compulsion to carriers 
to begin its use on that day is to be found in fourth section 
order No. 9200, in which autthority to continue disregard of the 
tules in that part of the statute has been denied as of that day. 
The fourth section order mentioned modifies the outstanding 
orders to make them conform to the rate bases approved in 
this report. 

The import of the decision, it is believed, is to be found in 
the syllabus issued in connection therewith, based, as it says, 
Upon a general investigation, on the Commission’s own motion, 
of interstate class rates and less-than-carload commodity rates 
within southern territory, and between southern and official ter- 
Titories, all-rail and rail-water, and of less-than-carload ratings 
in exceptions to Southern Classification. As a result of the 
investigation the syllabus declares the Commission found: 


. That interstate class rates between points in southern terri- 
tory should be not higher than a normal level based upon a distance 
Scale or scales of such extent as to cover hauls of all lengths. 

‘ That maximum reasonable interstate class rates on standard 
lines between points in southern territory and over routes lying 
wholly within such territory, except between points in Virginia and 
points in North Carolina and except to and from points in the Florida 
Peninsula are, and for the future will be, rates determined by the 
Scale shown in Appendix K. 

Ah That maximum reasonable interstate class rates on standard 
aues between points in the Florida peninsula south of the line of the 
heeboard Air Line from Jacksonville to River Junction, on the one 
am, and other points in southern territory, on the other, are, and 
‘or the future will be, rates determined by the distance scale shown 
Ay aPpendix K plus arbitraries determined by the scale shown in 
bendix L for that part of the distance lying south of the line of 
¢ Seaboard Air Line above referred to. 

“> That all carriers operating in southern territory shall be 
Classed as standard lines for the purposes of the foregoing findings 
ee certain short and weak lines which require special rate treat- 
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5. That in applying scales of distance rates and arbitraries dis- 
stances should be computed at actual mileages over the shortest 
possible route between any two points via existing connections for 
interchange of carload traffic, embracing as a maximum the lines or 
parts of lines of not more than three carriers for distances of 200 
miles or less, four carriers for distances from 200 to 500 miles, and 
five carriers for greater distances, except that 50 miles may be used 
as constructive distance for car-float transfer on the Tennessee River 
in Alabama between Hobbs Island and Gunters Landing. 

6. That reasonable interstate class rates between, from, or to 
points on specified weak or short lines are, and for the future will 
be, rates determined by the scale shown in Appendix K plus arbi- 
traries determined by a distance scale similar but not necessarily 
the same as the scale shown in Appendix L applied to the haul over 
the short or weak line. 

7. That there is no justification for requiring the maintenance 
or establishment of less-than-carload exceptions to the southern 
classification. 

8. That through class rates lower than the combination of local 
rates to and from the boundary line, relatively no higher than those 
found reasonable as a maximum for application within southern ter- 
ritory, should be established between official and southern territories. 

9. That joint rail-water-rail class rates between interior points 
in eastern territory and interior points in southern territory are 
necessary and desirable in the public interest and should be estab- 
lished in lieu of the present non-concurrence rates, between such 
points in all cases where maximum reasonable rail-water-rail rates 
are herein prescribed. 

10. That maximum reasonable and non-prejudicial interstate 
class rates between official and southern territories are, and for the 
future will be, rates governed by southern classification and based 
upon key rates shown in Appendix O or, in the case of points be- 
tween which no key rates are shown, based upon the distance scale 
shown in Appendix K, provided, however, that in no case shall an 
interterritorial all-rail class rate exceed the lowest rate that may 
be made by combining the local class rate, applicable within official 
territory to the traffic in question, governed by the applicable clas- 
sification or exceptions thereto, to or from any one of specified gate- 
ways with the differential class rate applicable from or to the same 
gateway under the scale set forth in Appendix P to be governed by 
southern classification or exceptions thereto. 

11. That in constructing rates between points in southern ter- 
ritory and points in Michigan, Vermont, New Hampshire and Maine 
arbitraries may be added equivalent to those which are contempor- 
aneously applied in making class rates between points in the states 
named and other points in central or New England territory, as the 
case may be. 

12. That interterritorial all-rail class rates from or to points on 
other than standard lines, as defined herein, may be made by the 
addition of arbitraries for that portion of the haul over the lines not 
classed as standard. 

13. That in the adjustment of class rates between central and 
southern territories Portsmouth and Ironton, Ohio, Ashland, Ky., and 
Kenova and Huntington, W. Va., shall be included within a single 
group, the distances to and from which shall be based on Ashland. 

14. That hay, straw, shucks, grain, grain products, and grain 
by-products, rated class C or class D in southern classification, should 
be excepted for the present from the application of the class rates 
herein approved between official and southern territories and from 
Ohio and Mississippi River crossings to points in southern territory. 


Only interstate rates are disposed of in this report. How- 
ever, a committee representing states in southern territory 
cooperated with Commissioner Eastman throughout the case, 
hearings on which were begun at Atlanta in May, 1922. The 
committeemen not only sat at the hearings, but they partici- 
pated in the conferences in which the federal body came to its 
conclusions. At the time the report was made it was a general 
belief that all the states concerned, other than North Carolina, 
would accept the work done by the federal body as a guide 
for work by them. There was doubt as to whether the North 
Carolina commission could bring itself to the point of destroy- 
ing its low intrastate class structure on the mere showing that 
the federal body had made a much higher structure for inter- 
state application or even on a showing that its neighbors were 
about to accept that as a guide for themselves. For that reason 
it was suspected that North Carolina intrastate rates might be- 
come a subject for consideration in Washington under section 
13, the one authorizing the federal commission to remove unjust 
discriminations against interstate commerce. There was, how- 
ever, nothing other than the great difference between the new 
structure and the North Carolina class rate level upon which 
that idea was founded. 


The question of the effective date of the new rates, it was 
felt at the time the report was issued, depended largely upon 
the amount of time required to make changes such as scrutiny 
by particular communities or interests would disclose as being 
necessary; that is, the effective date would depend upon the 
time required to perform the physical operations necessary to 
make the changes. 


The carriers, in their presentation of the case, suggested 
that, on account of the proposed cancellation of commodity 
rates, it would be necessary to raise the level of class rates. 
They referred to a notice issued in connection with the case to 
show that that notice did not preclude the raising of the level of 
class rates. On that point and as to the quality of the class 
rates in existence, Mr. Eastman said: 


As heretofore stated, in the notice issued after this investigation 
was instituted we said that it would— 
‘not be a primary purpose of this inquiry either to add to or subtract 
from the aggregate revenues of the carriers, but rather to adopt a 
class-rate structure which will be as simple as it can be made, with 
due regard for the public interest, and free from undue prejudice, 
and which will serve the purpose that class rates ought to serve.”’ 

The carriers point out that this statement was so phrased as not 
to preclude an increase or reduction in the general level of class 
rates, although indicating that neither of these results would be a 
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primary object in view. Their argument in support of an increase 
in the general level may be resolved into two contentions: (1) That 
such an increase is necessary to offset the decrease in revenue which 
it is claimed will result from the commodity-rate revisions which are 
to follow the class-rate revision; and (2) that class rates should be 
relatively high, since they impose an insignificant burden upon the 
consumer, in order that the rates on basic commodities may be 
made as low as possible. 

Whether or not the revision of commodity rates will result in an 
aggregate loss of revenue throughout southern territory is prob- 
lematical. Certainly the meager evidence in this record on that 
point can not be taken as establishing the fact that such a loss will 
result. The second contention raises an issue of fundamental impor- 
tance. It leads to the query whether class rates in southern territory 
are now relatively high or relatively low compared with the general 
level of freight rates within that territory. It has been shown that 
the class rates proposed by both the carriers and the shippers in this 
proceeding are much higher than the class rates which prevail in 
adjoining central territory. Stated in percentages of the central 


territory rates, the proposed first-class rates for various distances 
are as follows: 


Carriers’ League 
Haul scale scale 
Per cent Per cent 
I sas dacs oi iss-6/ a's Gaon ts ms dons ae meagan erates ee 179.6 131.5 
MI as ar Sa sac inieh Schrier ae 0k ehca ava nga Aten eh aleie oreabee 166.9 125.5 
NII: wos di Gite: of dvarsiiniac ee 6/5 haw cereus wie & eee 169.5 132.9 
INE a Ste sire c cian ds ee ener naa eas A ee are aes 169.2 136.2 
RM, ace tundeh eats ama Cuaied aceudie anew ae tun 165.8 137.8 


The percentages for the lower classes are, of course, even greater. 

But there is evidence indicating that there is much less discrep- 
ancy in the case of commodity rates. For example, an exhibit shows 
that many commodity rates in Georgia are lower than the rates upon 
which corresponding traffic moves in central territory. While this 
evidence may be regarded as fragmentary and inconclusive, it is con- 
ceded that the carriers have made relatively low rates on manu- 
factured products from, and sometimes within, southern territory 
to encourage industrial development. The same is true of many com- 
modities of a more basic nature, a fact which has been brought to 
our attention in other cases. The following table derived from 


monthly reports to us and covering all freight movements is of 
interest: 

Revenue, Average Tons, 

Region per ton haul per car 

Miles 

Ohio-Indiana-Alleghany ...........-e00% $1.60 153 33.7 

i a eco ose euiecante ak ec aes ake aor 1.83 268 42.5 

DE . sencarsdndcentaetseuuaenunneane 2.17 200 26.0 


It is a safe conclusion that class rates are now relatively high in 
southern territory, at least as compared with the adjoining official 
territory. Any attempt to make them still higher would be at- 
tended by dangers. The result of a high scale of class rates is 
usually a multiplication of commodity rates. The class rates in 
the Southwest, for example, apparently move little carload traffic. 
Nor is it true that class rates have no application to so-called basic 
commodities. This is shown by the traffic for which the lettered 
classes in southern territory were originally designed, cotton bag- 
ging and ties, packing-house products, and grain and grain products. 
Nothing will be gained by making class rates so high that they will 
move only merchandise. On the other hand, much will be gained 
if a scale can be constructed which will encourage the elimination 
of many of the classification exceptions and many of the less-than- 
carload and carload commodity rates which now crowd and con- 
fuse the southern tariffs. Even more important is the matter of 
harmony between interstate and intrastate rates. Any attempt to 
increase materially the present general level of class rates within 
the South would imperil the opportunity to secure such harmony 
through cooperative action. While the record supports relatively 
high rates for the short-haul distributive traffic, danger lies even in 
this direction. It is this short-haul traffic which is most openly: ex- 
posed to the assault of motor-truck competition. 

The considerations which have just been mentioned are not all of 
them factors to which we may properly give weight in the fixing of 
maximum reasonable class rates; but they all bear upon the prac- 
tical problem presented by the class-rate structure. The contention 
of the carriers that the freight charges upon much of the merchan- 
dise traffic to which class rates apply should be relatively high and 
higher than the present charges really addresses itself to the classi- 
fication of commodities rather than to the class rates. The prob- 
lem in fixing class rates is to establish a sufficiently wide range of 
rates which may be assigned to the general run of commodities, i. e., 
those that are not affected by special and unusual transportation 
conditions, in some degree of harmony with the value of the serv- 
ice rendered. This process of distribution is accomplished by the 
classification. It may be that certain of the classification ratings in 
southern territory, including the any-quantity ratings, are too low, 
particularly as applied to traffic moving in less-than-carload quan- 
tities. But if this be the case, and we express no opinion as to that, 
the problem can better be dealt with by changing the ratings that 
need change than by elevating the level of all the class rates and 
thus creating a structure which will encourage the retention of 
commodity rates which ought to be unnecessary or the establish- 
ment of further commodity rates of the same character. 

In concluding his discussion of the case, under the caption, 
“entry of an order,’ Commissioner Eastman said: 


In a proceeding like this, where so complex and extensive a rate 
adjustment is involved, it is difficult to foresee and provide in ad- 
vance for all the matters of detail which will be encountered and 
require consideration in the preparation of the rates for actual 
publication in tariff form. Experience has shown that, under such 
circumstances, when orders are entered it is frequently necessary to 
modify them subsequently to provide for such matters of detail, 
and it has also shown that details of this character can be handled 
to best advantage and with minimum delay if they can be dealt with 
in informal conference between representatives of the shippers, car- 
riers, and commission. 

In this proceeding there are clearly many questions of detail to 
which this manner of treatment is particularly well adapted. Thus 
we have found that as a means of simplifying tariff construction, 
groups of moderate extent may be used in applying the distance 
rates, especially in the case of the longer hauls. We have not at- 
tempted, however, to fix the boundaries of these groups. If the 
carriers elect to use them, the task of fixing these boundaries is one 
which requires careful consideration of such practical matters as 
the routes over which the traffic ordinarily moves and the relation- 
ships between communities. This is but one illustration of several 
that might be offered. Because of such considerations we are con- 
fident that the wok of perparing and publishing the new tariffs 
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will be expedited rather than delayed if no order be 
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vided the carriers are prepared to join with the co 
representatives of the shippers in working out details 
of rates herein approved in a spirit of cooperation. 
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entered, 
Mmission 
of the System 


) ) For this 
no general order will at present be entered, pending advice 


carriers within 30 days from the service of the report ag to 


they are prepared to accept the findings and proceed at once 
a spirit with the work of carrying them into effect. hig 
desirable that the new rates should become effective not later tly 


January 1, 1926, and with the cooperation of carriers and 
there is no good reason, in our opinion, why they should 


effective on or before that date. 


An order will be entered denying the old fourth-sect 
tions which were set for hearing in connection with this 
except that where relief has hitherto been granted unde 
plications to weak lines or short lines’ upon the ground 
necessities, such relief will for the present be continued. A 
will also be entered granting fourth-section relief upon the 


of circuity, as indicated above. 


The basis of class rates herein approved is intended 
sede all adjustments heretofore presented by us with ref 


all or any of the rates in issue. 


That being the case, 
to avoid possible conflicts, an order will be entered mo 


one exception, outstanding unexpired orders relating 


to the extent necessary to permit the carriers to publ 
the rates herein approved. 
tred in Chamber of Commerce of Johnson City, 
64 I. C. C. 709, so far as the rates from Ohio River crog 


points beyond in central territory and the Buffalo-Pittsb 
are concerned. 


and Bristol, Va.-Tenn., 


points in official territory, to some extent as a point in that 
and to some extent as though it were located in southern 
The distance between the two cities is but 25 miles, and t 


the distance from Johnson Cit 


poi 


nts 


in official territory 


It is 


not 


The situation is an 
one, since Bristol has been treated, with respect to rates to anu from 


greater than the distance from Bristol. 
that some modification of our order in the Johnson City case, supra 
ought to be made in harmony with the general class-rate readjust: 
ment herein approved, we do not feel that such a modification onght 
to be made upon the record in this proceeding, particularly in view 


of the fact that the rates between official territory points and Bristo 
are not in issue. 
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The appendices carrying the scales referred to in the fini. 
ings are as follows: 


[Rates are in cents per 100 pounds] 


APPENDIX K 
Distance Scale Approved in Report 


1 
§ miles and under........... 30 
10 miles and over &......... 33 
15 miles and over 10......... 36 
20 miles and over 15......... a9 
25 miles and over 20......... 42 
30 miles and over 25......... 45 
35 miles and over 30......... 48 
40 miles and over 35......... 51 
45 miles and over 40......... 54 
50 miles and over 45......... 57 
55 miles and over 50......... 60 
60 miles and over 55......... 63 
65 miles and over 60......... 66 
70 miles and over 65......... 69 
75 miles and over 70......... 72 
$0 miles and over 75........s.+ 74 
85 miles and over 80......... 76 
90 miles and over 85......... 78 
95 miles and over 90......... 80 
100 miles and over 95........ 82 
110 miles and over 100....... 85 
120 miles and over 110....... 88 
130 miles and over 120....... 91 
140 miles and over 130....... 94 
150 miles and over 140....... 97 
160 miles and over 150....... 99 
170 miles and over 160....... 101 
180 miles and over 170....... 103 
190 miles and over 180....... 105 
200 miles and over 190....... 107 
210 miles and over 200....... 109 
220 miles and over 210....... 111 
230 miles and over 220....... 113 
240 miles and over 230....... 115 
260 miles and over 240....... 118 
280 miles and over 260....... 121 
300 miles and over 280....... 124 
320 miles and over 300....... 127 
340 miles and over 320....... 130 
360 miles and over 340....... 133 
380 miles and over 360....... 136 
400 miles and over 380....... 139 
420 miles and over 400....... 142 
440 miles and over 420....... 145 
460 miles and over 440....... 148 
480 miles and over 460....... 151 
500 miles and over 480....... 154 
520 miles and over 500....... 157 
540 miles and over 520....... 160 
560 miles and over 540....... 163 
580 miles and over 560....... 166 
600 miles and over 580....... 169 
620 miles and over 600....... 172 
640 miles and over 620....... 175 
660 miles and over 640....... 178 
680 miles and over 660....... 181 
700 miles and over 680....... 184 
720 miles and over 700....... 187 
740 miles and over 720....... 190 
760 miles and over 740....... 193 
780 miles and over 760....... 196 
800 miles and over 780....... 199 


2 

26 
28 
31 
33 


36 


38 
41 
43 
46 
48 


51 
54 
56 
59 
61 
63 


116 


118 
121 
123 
126 
128 
131 


133 
136 
139 
141 
144 


146 
149 
151 
154 
156 
159 
162 
164 
167 
169 


3 

21 
23 
25 
27 
29 


32 
34 
36 
38 
40 


42 
44 
46 
48 
50 
52 
53 
55 
56 


57 


60 
62 


110 
112 
114 
116 
118 


120 
123 
125 
127 
129 


131 
133 
135 
137 
139 


4 

17 
18 
20 
21 
23 


103 
105 
106 
108 
109 


5 

14 
15 
16 
18 
19 


58 


59 49 
60 50 


— 
3-3 ND 


1 
6 
1 
7 
8 
8 


wwoa33S 


10 9 
11 10 
11 10 
12 11 9 
13 11 10 


14 12 Il 
14 13 Il 
15 13 12 
16 14 12 
16 14 13 


17 15 183 
17 15 B 
18 16 14 
18 16 14 
18 16 14 


19 17 15 


«2 co co 


> 9 18 15 


20 18 16 
21 19 16 
22 19 11 


22 20 1° 
23 20 18 
23 21 18 
24 21 18 
24 21 19 


25 22 19 
25 22 19 
25 23 20 
26 23 21 
27 24 21 


27 24 21 
28 25 22 
29 25 22 
29 26 23 
30 27 23 
31 27 24 


31 28 24 
32 28 25 
33 29 25 
33 30 26 
34 30 26 
35 31 27 


35 31 27 
36 32 28 
37 33 29 
37 33 29 
38 34 30 


39 34 30 
39 35 31 
40 36 31 
41 36 32 
41 37 32 


42 37 38 
43 38 33 
43 39 34 
44 39 34 
45 40 35 


25 
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25 22 19 
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27 24 21 
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30 27 23 
31 27 24 


31 28 24 
32 28 25 
33 29 25 
33 30 26 
34 30 26 
35 31 27 


35 31 27 
36 32 28 
37 33 29 
37 33 29 
38 34 30 


9 34 30 
9 35 31 
10 36 31 
11 36 32 
11 37 32 


2 37 33 
3 38 33 
13 39 34 
4 39 34 
5 40 35 
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Southern Rail 


group 


Cents 


Baltimore 
Water 


149 


198 
213 
228 
243 


Cents 


Philadelphia 
Water 
Rail and 
rail 
Cents Cents 
@) (*) 
(*) cr) 
* (*) 
(*) c*) 
160 153 
160 159 
170 161 
170 169 
181 168 
187 178 
193 176 
201 186 
187 187 
201 193 
208 193 
208 200 
214 202 
217 211 
222 211 
226 222 
228 222 
238 230 
218 218 
208 208 
184 184 
207 192 
222 208 
237 224 
252 240 


New York 
Water 
and 
rail 
Cents 


Rail 


Cents 


166 
166 
176 
176 
187 
192 
198 
206 
192 
206 
213 
2138 
219 
222 
227 
231 
233 
243 
220 
210 
186 
212 
227 
242 


257 


156 
162 
164 
172 
191 
180° 
178 
188 
192 
195 
195 
202 
204 
213 
213 
224 
224 
232 
220 
210 
186 
194 
210 
226 
242 
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1,375 miles and over 1,350.... 268 228 188 147 121 107 94 80 67 60 54 47 
1,400 miles and over 1,375.... 271 230 190 149 122 108 95 81 68 61 54 47 
1,425 miles and over 1,400.... 274 233 192 151 123 110 96 82 69 62 55 48 
1,450 miles and over 1,425.... 277 235 194 152 125 111 97 83 69 62 55 48 
1,475 miles and over 1,450.... 280 238 196 154 126 112 98 84 70 63 56 49 


1,500 miles and over 1,475.... 283 241 198 156 127 113 99 85 71 64 57 50 


APPENDIX L 
Scale of arbitraries to be added to rates under basic distance scale 
for distances south of the branch of the Seaboard Air Line 
from Jacksonville to River Junction, Fla. 
[Arbitraries are in cents per 100 pounds] 


Maximum first-class rates approved in report between certain eastern key points and southern groups shown in Appendix N 


*Rates to Groups 1 to 4, inclusive, are not in issue from eastern territory, except from points in the Buffalo-Pittsburgh zone. 


Southern group 


Buffalo 
Rail- 
Rail water- 
rail 
Cents Cents 
198 198 
206 202 
215 207 
217 217 
223 214 
223 220 
223 223 
223 — 
230 230 
238 238 
237 230 
252 246 
267 262 
282 278 


Rail 
Cents 


196 
205 
207 


213 
213 


213 
213 
220 


227 
242 
257 
272 


Pittsburgh 
Rail- 
water- 
rail 
Cents 


192 
197 
207 
204 
210 
213 
220 


228 


220 
236 
252 
268 


47 41 ee ee . S'S 3F £2 2S BP 
10 miles and under..... s 2 3s 232 £2 @B 23 SS 2 & 
48 42 25 meee anh over .... © FS F&F BS FF Bt TFS 
48 42 45 miles and over 3%.... & 4483 3 232832 83 tt 2&2 4 
49 43 SO mien ane over &%.... 6 5&6 43232 &@2@2F®tsktE @ 
49 43 80 miles and over 60.... 7 . 2 ££ & + 2 SS Sa 2 oes 
100 mites and over 8@:.. 8 © 6443838-3 82 3@ 8 2 3 
50 44 140 miles and over 100.. 9 S868 &€&@ € &£ & £2 2 BS 
51 44 180 miles and over 140.. 10 9 7 6 5 4 4 3 3 2 2 2 
51 45 230 miles and over 180..11 9 8 6 5 4 Se £8 2 Be 
52 45 300 miles and over 230..12 10 8 %7 5&5 5 4 483 8 3 2 
360 miles and over 300..13 11 9 7 6 5 5 4 38 $ 3 2 
52 46 420 miles and over 360.. 14 12 10 8 6 6 5 4 4 3 3 2 
53 46 500 miles and over 420..15 13 11 8 %7 6 5 5 4 3 83 38 
540 miles and over 500.. 16 14 11 9 7 6 6 5 4 4 8 3 
APPENDIX O 
[Rates are in cents per 100 pounds] 
Boston Albany Syracuse Watertown Rochester 
Water Rail Rail- Rail- Rail- 
Rail and Rail water- Rail water- Rail water- | Rail water- 
rail rail rail rail rail 
Cents Cents Cents Cents Cents - Cents Cents Cents Cents Cents 
() ¢*) 7) (*) (*) ¢*) (*) (*) () (*) 
(*) e*) Cy F bas, CF es (*) *) (*) 
ine! ba, (*) c+) > ine bd, (*) c*) ag 
c) Soe, (*) (*) a ( (*) (*) (*) (*) 
181 167 181 175 186 183 194 191 190 187 
181 173 181 181 186 186 194 194 190 <a 
190 174 190 183 196 192 204 200 200 196 
190 182 190 190 196 196 204 204 200 200 
200 180 200 190 205 197 213 205 209 201 
205 189 205 199 207 207 215 215 211 211 
210 186 210 197 214 204 222 212 218 208 
218 196 218 207 221 215 229 223 223 217 
205 201 205 205 ves che ea ‘be —T — 
218 203 218 214 ate ioe we con ee ids 
225 203 225 214 225 221 233 229 225 225 
225 210 225 220 225 223 233 231 225 225 
231 212 231 222 231 227 239 235 231 231 
234 221 234 231 234 gies 242 ae a 234 ~— 
239 221 239 231 239 235 247 243 239 239 
243 232 242 242 aS — class ee eae Be 
245 232 245 242 245 a 253 ies 245 
255 240 255 250 255 sci 263 e 255 
232 232 232 aS rata oon wee 
222 222 222 
201 201 201 
193 193 193 a = — cow pie ae oom 
224 202 . 224 213 228 220 236 228 232 224 
239 218 239 229 243 236 251 244 247 240 
254 234 254 245 258 252 266 260 262 256 
269 250 269 261 273 268 281 276 277 272 
Altoona Scranton Harrisburg Cumberland Washington 
Rail- Rail- Rail- 7 Rail- Rail- 
Rail water- Rail water- Rail water- Rail water- Rail water- 
rail rail rail rail rail 
Cents Cents Cents Cents Cents Cents Cents Cents Cents Cents 
(*) (*) (*) (*) (*) (*) (*) c* on (*) 
(*) (*) (*) (*) (*) (*) (*) (*) (*) (*) 
(*) (*) (*) (*) (*) c* (*) Ge, ) ) 
c* ie c*) (*) c%) (*) a (*) C (*) 
erat sow 173 170 162 159 162 162 142 142 
are esate 173 173 162 162 162 nee 142 oe 
190 186 183 179 173 168 177 173 157 157 
wane oe 183 183 173 173 ons se 157 vee 
199 191 193 186 185 176 189 187 172 172 
201 201 199 195 191 186 193 Ante 178 en 
207 198 204 193 197 184 199 194 184 180 
213 207 212 203 205 194 203 203 192 190 
: ce 199 199 191 191 — dade ee a 
— sii 212 210 205 201 coal reas 192 192 
217 213 219 210 211 200 206 206 199 197 
217 = 219 216 211 207 206 oon 199 199 
224 220 225 218 218 210 213 213 206 206 
a8 — 228 227 217 217 eee be 209 209 
236 228 233 227 222 219 221 221 214 214 
woe sis 236 236 226 et See ro 218 sole 
239 238 228 228 vid owe 220 ~ 
249 246 238 237 a pine 230 236 
221 214 218 210 211 200 213 210 198 196 
236 230 233 226 226 216 228 226 213 212 
251 246 248 242 241 232 243 242 228 228 
266 262 263 258 256 248 258 258 243 243 


Re: *Rates to Groups 1 to 4, inclusive, are not in issue from eastern territory, except from points in the Buffalo-Pittsburgh zone. 
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121 
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127 
129 
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133 
133 
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139 
141 
142 
143 
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145 
145 
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148 
149 
150 
151 
153 


154 
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156 
157 
158 
159 
160 
161 
162 
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163 
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165 
166 
167 
167 
168 
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171 
172 
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173 
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176 
177 
178 
179 
179 
180 
181 
182 
183 


184 
185 
186 
187 
188 


189 
190 
190 
191 
192 


193 
194 
195 
196 
196 
197 
198 
199 
201 
202 
203 
204 
205 
206 
207 
208 
213 
217 
218 
218 


219 
221 
222 
223 
224 


226 
227 
228 
229 
231 


232 
235 
235 
236 
238 
239 
240 


3 


99 
100 
104 
106 
107 
109 
110 
111 
112 
113 


113 
115 
116 
117 
118 
118 
119 
120 
120 
121 
122 
123 
123 
125 
126 
127 
127 
128 
129 
130 
130 
131 
132 
132 
133 
134 
134 
135 
136 
137 
137 
138 
139 
139 
140 
141 
141 
142 
143 
144 
144 
145 
146 
146 
147 
148 
148 
149 
150 
151 
152 
153 
153 
154 
155 


155 
156 
157 
158 
158 


159 
160 
160 
161 
162 
162 
163 
164 
166 
167 
167 
168 
169 
169 
170 
172 
175 
179 
179 
180 


181 
182 
183 
183 
184 


186 
187 
188 
188 
190 


191 
193 
194 
195 
196 
197 
197 


4 


78 
79 
82 
84 
84 
86 
86 
87 
88 
89 
89 
90 
91 
92 
92 
93 
94 
94 
95 
95 
96 
96 
97 
98 
99 


100 
100 
101 
101 
102 
102 
103 
103 
104 
105 
105 
106 
106 
107 
107 
108 
108 
109 
109 
110 


111 
111 
112 
112 
113 


113 
114 
114 
115 
116 


116 
117 
117 
118 
118 


119 
120 
120 
121 
122 
122 
123 
123 
124 
124 
125 
125 
126 
127 
127 
128 
128 
129 
130 
131 


131 
132 
133 
133 
134 
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140 
141 
141 


142 
143 
144 
144 
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146 
147 
147 
148 
150 


150 
152 
152 
153 
154 
155 
155 
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Rates for other classes corresponding to each first-class rate shown above 


2 5 6 7 8 9 10 11 12 
Cents Cents Cents Cents Cents Cents Cents Cents Cents Cents Cents Cents 

64 57 50 43 36 32 28 25 
64 57 50 43 36 82 29 25 
67 60 52 45 37 34 30 26 
68 61 53 46 38 84 30 27 
69 61 54 46 38 34 31 27 
70 62 55 47 39 35 31 27 
7 63 55 47 39 35 31 27 
72 64 56 48 40 36 32 28 
72 64 56 48 40 36 32 28 
72 64 56 48 40 36 32 28 
73 65 57 49 41 36 32 28 
74 66 57 49 41 37 33 29 
75 66 58 50 42 37 33 29 
75 67 58 50 42 38 33 29 
76 67 59 50 42 38 34 29 
76 68 59 51 42 38 34 30 
77 68 60 51 43 38 34 30 
77 68 60 51 43 38 34 30 
77 69 60 52 43 39 34 30 
78 69 61 52 43 39 35 30 
78 70 61 52 44 39 35 30 
79 70 61 53 44 39 35 31 
79 70 62 53 44 40 35 31 
80 7 62 53 45 40 36 31 
81 72 63 54 45 41 36 32 
81 72 63 54 45 41 36 32 
2 73 64 55 46 41 36 32 
82 73 64 55 46 41 37 32 
83 74 64 55 46 41 37 32 
83 74 65 56 46 42 37 32 
84 74 65 56 47 42 37 33 
84 75 65 56 47 42 37 33 
85 75 66 56 47 42 38 33 
85 76 66 57 47 43 38 33 
86 76 67 57 48 43 38 33 
86 76 67 57 48 43 38 33 
86 77 67 58 48 43 38 34 
87 77 68 58 48 43 39 34 
87 78 68 58 49 44 39 34 
88 78 68 59 49 44 39 34 
88 78 69 59 49 44 39 34 
89 7s 69 59 49 44 39 34 
89 79 69 59 50 45 40 35 
90 80 70 60 50 45 40 35 
90 80 q 60 50 45 40 35 
90 80 7 60 50 45 40 35 
91 81 71 61 51 45 40 35 
91 81 7 61 51 46 41 36 
92 82 71 61 51 46 41 36 
92 82 72 62 51 46 41 36 
93 82 72 62 52 46 41 36 
93 83 72 62 52 47 41 36 
94 83 73 62 52 47 42 36 
94 84 73 63 52 47 42 37 
95 84 74 63 53 47 42 37 
95 84 74 63 53 47 42 37 
95 5 74 64 53 48 42 37 
96 85 75 64 53 48 43 37 
96 86 75 64 54 48 43 37 
97 86 75 65 54 48 43 38 
98 7 76 65 54 49 43 38 
98 87 76 65 55 49 44 38 
99 88 77 66 55 49 44 38 
99 88 77 66 55 50 44 39 
99 88 77 66 55 50 44 39 
100 89 78 67 56 50 44 39 
100 89 78 67 56 50 45 39 
101 90 78 67 56 50 45 39 
101 90 79 68 56 51 45 39 
102 90 79 68 57 51 45 40 
102 91 79 68 57 51 45 40 
103 91 80 68 57 5k 46 40 
103 92 80 69 57 52 46 40 
104 92 81 69 58 52 46 40 
104 92 81 69 58 52 46 40 
104 93 81 70 58 52 46 41 
105 9% 82 70 58 52 47 41 
105 94 82 70 59 53 47 41 
107 95 83 71 59 53 47 41 
107 95 83 71 60 54 48 42 
108 96 84 72 60 54 48 42 
108 96 84 72 60 54 48 42 
108 96 84 72 60 54 48 42 
109 97 85 73 61 54 48 42 
109 97 85 73 61 55 49 43 
110 98 86 74 61 55 49 43 
113 100 88 75 63 56 50 44 
115 102 89 77 64 57 51 45 
i115 102 90 77 64 58 51 45 
116 103 90 77 64 58 51 45 
116 103 90 77 65 58 52 45 
117 104 91 78 65 59 52 46 
117 104 91 78 65 59 52 46 
118 105 92 79 66 59 52 46 
118 105 92 79 66 59 53 46 
120 106 93 80 67 60 53 47 
120 107 93 80 67 60 53 47 
121 107 94 80 67 60 54 47 
121 108 94 81 67 61 54 47 
122 109 95 82 68 61 54 48 
123 109 96 82 68 61 55 48 
124 110 97 83 69 62 55 48 
125 111 97 83 69 62 55 48 
125 111 97 83 70 63 56 49 
126 112 98 84 70 63 56 49 
126 112 98 84 70 63 56 49 
127 113 99 85 71 63 56 49 
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APPENDIX P 


Differentials approved in report for use from gateways other than 
north-bank Ohio River crossings 
[Differentials are in cents per 100 pounds] 

tS © @£ & 6 Y 8 Gee 1) 
10 miles and under .... 9 8 6 5 4 4 3 3 2 2 4 3 
15 miles and over 10...11 9 8 6 5 4 4 3 3 2 4 4 
20 miles and over 15...13 11 9 7 6 5 5 4 3 3 3 9 
25 miles and over 20...15 13 11 8 7 6 5 5 4 3 3 4 
30 miles and over 25...17 14 12 9 8 7 6 5 4 4 8 4 
40 miles and over 30... 21 18 15 12 9 8 7 6 5 5 4 4 
50 miles and over 40... 25 21 18 14 11 10 9 8 6 6 § 4 
60 miles and over 50... 29 25 20 16 13 12 10 9 7 7 g& 5 
70 miles and over 60... 32.528 23 18 15 13 11 10 8 @7 7 6 
80 miles and over 70... 36 31 25 20 16 14 13 11 9 8g 7 «& 
90 miles and over 80... 39 33 27 21 18 16 14 12 10 9 g 
100 miles and over 90... 42 36 29 23 19 17 15 13 11 9 g 1 
110 miles and over 100... 45 38 32 25 20 18 16 14 11 10 9 g 
120 miles and over 110... 48 41 34 26 22 19 17 14 12 11 19 x 
130 miles and over 120... 50.543 35 28 23 20 18 15 13 l1 19 4 
140 miles and over 130... 53 45 37 29 24 21 19 16 13 192 9 


ll 
150 miles and over 140... 55.547 39 31 25 22 19 17 14 12 1 4p 
160 miles and over 150... 58 49 41 32 26 23 20 17 15 13 12 49 
180 miles and over 160... 63 54 44 35 28 25 22 19 16 14 123 yy 
200 miles and over 180... 68 58 48 37 31 27 24 20 17 15 14 Wy 
220 miles and over 200... 73 62 51 40 33 29 26 22 18 16 15 y 
240 miles and over 220... 78 66 55 43 35 31 27 23 20 18 16 wy 
260 miles and over 240... 83 71 58 46 37 33 29 25 21 19 1745 
280 miles and over 260... 88 75 62 48 40 35 31 26 22 20 18 45 
300 miles and over 280... 93 79 65 51 42 37 33 28 23 21 19 45 
320 miles and over 300... 98 83 69 54 44 39 34 29 25 22 20 
340 miles and over 320...103 88 72 57 46 41 36 31 26 23 21 
360 miles and over 340...108 92 76 59 49 43 38 32 27 24 22 1 
380 miles and over 360...113 96 79 62 51 45 40 34 28 25 23 » 
400 miles and over 380...118 100 83 65 53 47 41 35 30 27 24 9 
420 miles and over 400...123 105 86 68 55 49 43 37 31 28 25 2 
440 miles and over 420...128 109 90 70 58 51 45 38 32 29 2 
460 miles and over 440...133 113 93 73 60 53 47 40 33 30 27 2% 
480 miles and over 460...138 117 97 76 62 55 48 41 35 31 28 


500 miles and over 480...143 122 100 79 64 57 50 43 36 32 29 9 
Differentials approved in report for use from north bank Ohio River 
crossings 
[Differentials are in cents per 100 pounds] 

1 2 &@ @€ 6 6 TtT8& tae 
10 miles and under ....12 10 8 7 5 5 4 4 3 8 2 3 
15 miles and over 10... 14 12 10 8 6 6 5 4 4 @ ee 
20 miles an over 15... 16 14 11 9 7 6 6 S 4 4 8 
25 miles and over 20... 18 15 13 10 8 7 6 S 6 4&4 $4 
30 miles and over 25... 20 17 14 i111 9 &§ &€ © & & aa 
40 miles and over 30... 24 20 17 13 11 10 8 7 6 5 6 4 
50 miles and over 40... 28 24 20 15 13 11 10 8 7 6 6 6 
60 miles and over 50... 32 27 22 18 14 18 11 10 8 7 6 6 
70 miles and over 60... 35.530 25 20 16 14 12 11 9 8 7 6 
80 miles and over 70... 39 33 27 21 18 16 14 12 10 9 8 1 
90 miles and over 80... 42 36 29 23 19 17 15 13 11 9 8 7 
100 miles and over 90... 45 38 32 25 20 18 16 14 11 10 9 8 
110 miles and over 100... 48 41 34 26 22 19 17 14 12 11 10 8 
120 miles and over 110... 51 43 36 28 23 20 18 15 13 11 10 9 
130 miles and over 120... 53.545 37 29 24 21 19 16 13 12 ll 9 


140 miles and over 130... 56 48 39 31 25 22 20 17 14 13 11 10 
150 miles and over 140... 58.550 ‘41 32 26 23 20 18 15 13 12 10 
60 miles and over 150... 61 52 43 34 27 24 21 18 15 14 12 ll 
180 miles and over 160... 66 56 46 36 30 26 23 20 17 15 13 12 
200 miles and over 180... 71 60 50 39 32 28 25 21 18 16 14 12 
220 miles and over 200... 76 65 53 42 34 30 27 23 19 17 15 B 
240 miles and over 220... 81 69 57 45 36 32 28 24 20 18 16 14 
260 miles and over 240... 86 73 60 47 39 34 30 26 22 19 17 15 
280 miles and over 260... 91 77 64 50 41 36 32 27 23 20 18 16 
300 miles and over 280... 96 82 67 53 43 38 34 29 24 22 19 1! 
320 miles-and over 300...101 86 71 56 45 40 35 30 25 23 20 18 
340 miles and over 320...106 90 74 58 48 42 37 32 27 24 21 19 
360 miles and over 340...111 94 78 61 50 44 39 33 28 25 22 19 
380 miles and over 360...116 99 81 64 52 46 41 35 29 26 23 20 
400 miles and over 380...121 103 85 67 54 48 42 36 30 27 24 21 
429 miles and over 400...126 107 88 69 57 50 44 38 32 28 25 2 
440 miles and over 420...131 111 92 72 59 52 46 39 33 29 26 2 
460 miles and over 440...136 116 95 75 61 54 48 41 34 31 27 24 
480 miles and over 460...141 120 99 78 63 56 49 42 35 32 28 2 
500 miles and over 480...146 124 102 80 66 58 51 44 37 33 29 2%6 


Appendix N, referred to in Appendix O, is a map in which 
the groups are delimited and identified, by numbers, except the 
Florida groups Nos. 27 to 30, both inclusive. They could not be 
shown because the map was too small. 


BED SACK RATES 

The Commission has dismissed No. 15799, Triad Corpora- 
tion vs. Central of Georgia et al. mimeographed, finding the 
rating and rates on bed sacks, any quantity, under the Southern 
Classification, not unreasonable or otherwise unlawful. 

It found overcharges and directed their refund. The com- 
plaint alleged that the rates imposed on four carloads shipped 
from Atlanta to New York, in May, 1922, were unjust, unreason- 
able, unduly prejudicial and in excess of the applicable tariffs. 
The bed sacks were surplus army material. One and a fourth 
times first class was imposed on the sacks not boxed and first 
on the boxed bags. The Commission said both carriers and 
shippers misinterpreted the tariffs and that the applicable rate 
was that on dry goods n. o. s., because they were not bedding 
and not bags under any ordinary acceptance of that term. It 
said first class applied on dry goods n. o. s., either boxed or not 
boxed, and ordered refund to that basis. 

Commissioner Campbell, dissenting, said the material from 
which the sacks were made-was rated fourth and that even if 
that were a somewhat depressed rating he could not believe that 
a difference of three classes between bed sacks and cotton piece 
goods could be justified. He said such a difference certainly had 
not been justified on the record in this case. He thought the 
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ting should not have exceeded second, the one placed by the 
rs mmission on barrack bags, which he said were of greater 
sive than these bed sacks, which, in common parlance, are 
od ticks, which when filled at the straw stack become 


mattresses. 


COAL DIVISION FOR THE CHAFFEE 


The Commission, in No. 15233, Chaffee Railroad Co. vs. 
Western Maryland et al., mimeographed, has prescribed 22 cents 
as the just, reasonable and equitable division to be received by 
the Chaffee Railroad out of joint rates on coal originating on 
that line, prescribed in Hamill Coal & Coke Co. vs. Western 
Maryland, 81 I. C. C. 690. Divisions were not fixed when that 
case was decitted. This complaint was filed because, as averred 
py the complainant, it had not been able to make an agreement 
with its connections. It asked for just, reasonable and equitable 
divisions from and after October 8, 1923, freedom from per diem 
charges and prescription of the Birmingham Southern basis in 
respect of charges for the detention of foreign cars. The Com- 
mission said this road was not hauling coal for a proprietary 
interest and that that basis, therefore, would not be proper. It 
said that in prescribing a division it had taken into considera- 
tion the cost of car hire and that the decision was made in 
contemplation of the payment, by the Chaffee, of current per 
diem for the detention of foreign cars on its line. 


COMMISSION ORDERS 


The Commission has denied the petition of the complainant 
in No. 12716, Utah Gilsonite Company vs. A. T. & S. F. Ry. et 
al, requesting reconsideration and rehearing. + 

The Commission has denied the defendant carriers’ request 
for an extension of the effective date of its order of June 26th 
in No. 18736, New Orleans Joint Traffic Bureau vs. Arcade & 
Attica R. R. Corp. et al. 

The Savannah Creosoting Company, Inc., Williams Boone 
Company, Gulf States Creosoting Company, Gulfport Creosoting 
Company, and American Creosote Works have each been author- 
ized by the Commission to intervene in No. 17040, Edward Hines 
Yellow Pine Company et al. vs. A. C. & Y. Ry. et al. 

The Sioux City Grain Exchange has been permitted to inter- 
vene in No. 17085, Aberdeen Commercial Club et al. vs. Camas 
Prairie R. R. et al. 

The Commission has denied the defendants’ petition for 
reargument in No. 13954, Alton Mercantile Company etal. vs. A. & 
W. Ry. et al. 

On the complainant’s request, the Commission’s proceeding 
in No. 14234, Parlor Frame Manufacturers’ Association vs. Ann 
Arbor R. R. et al., has been reopened for further hearing. 

The Commission has denied the petition of the El Paso 
Freight Bureau for leave to intervene for the purpose of partici- 
pating in the argument in No. 15377, Arizona Corporation Com- 
mission vs. Arizona Eastern R. R. et al. 

The Kansas City Livestock Exchange has been permitted to 
intervene in the proceedings in No. 15468, Cleveland Provision 
Company et al. vs. Santa Fe et al. 

The Commission has denied the defendants’ request for re- 
opening and reconsideration upon the record as made in No. 
15554, Steinhardt & Kelly vs. Erie R. R. et al. 

Upon the applicant’s failure to comply with the require- 
ments of the Commission and to file any proofs with respect 
to the matters involved, the Commission has dismissed its pro- 
ceeding in Finance No. 3427, in re application of Snow Hill 
Railway Company for a certificate of public convenience and 
necessity. 

The Louisville & Nashville Railroad Company has been per- 
mitted to intervene in Valuation No. 536, in re Central Trans- 
fer Railway and Storage Company. 

The Solvay Process Company has been permitted to inter- 
vene in No. 16791, Detroit Soda Products Company et al. vs. 
Akron & Barberton Belt R. R. et al. 

The Chicago Association of Commerce has been authorized 
to intervene in No. 16945 (Sub-No. 1), Board of R. R. Commis- 
sioners of North Dakota et al. vs. A..& W. Ry. et al. 

The Flintkote Company has been permitted to intervene in 
No. 17140, the Philip Carey Manufacturing Company et al. vs. 
Santa Fe et al. is I- 

The St. Joseph Grain Exchange has been authorized to inter- 
vene in No. 17159 (and Sub-No. 1 thereto), Southern Kansas 
Grain and Grain Products Association vs. C. R. I. & P. Ry. 


SUSPENDED TARIFFS 


In I. and S. No. 2465 the Commission has suspended from 
August 1 until November 29 schedules as published in supple- 
Ments Nos. 20 and 21 to Boyd’s I. C. C. No. A-1498. The sus- 
Pended schedules propose to revise rates on grain and grain 
Products, carloads, from Colorado points to destinations in Wis- 
consin, which would generally result in increased rates. 

In I. and S. No. 2467, the Commission has suspended from 
August 1 until November 29 schedules as published in supple- 
Tents Nos. 36 and 37 to Glenn’s I. C. C. No. A-431. The sus- 
Pended schedules propose to increase the rates on sewer pipe 
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and related articles from Atlanta, Ga., group points to points 
in Alabama and Florida. The proposed change would result in 
increased rates. The following is illustrative: 


Sewer Pipe and Related Articles, Carloads. 
From Gpeas City, Ga. 
° 


IR: SIGs SIR 45506 trebinvnthi-wons-eb aoe hie aewetihe 
RN Ss) oss bbe eoweaweiles ckanedemie eens 27 52 


In I. and S. No. 2468, the Commission has suspended from 
August 1 until November 29 schedules as published in I. C. C. 
No. A-508. The suspended schedules propose to increase the 
rates on brick and clay products, carloads, from Big Stone Gap, 
Va., to Lexington, Ky., and other Kentucky destinations, also 
Ohio and Mississippi River crossings. The following is illustra- 
tive: . es 


Present. Proposed. 
11% 28% 


Brick and Clay Products, Carloads—Rates in Cents Per 100 Pounds. 
To 


Present. Proposed. 
DOMME. "MEETS ss. s4.b,0qibiavaea Sow epueecieko weremeasimeine 11 5 
101% 14 


WUMNEONOUEE: BEE. ad5 0400400 kee tinkucs saeeaoehe eanee con 

In I. and S. No. 2469, the Commission has suspended from 
August 1 and later dates until November 29 schedules as pub- 
lished in the following tariffs: Chicago, Milwaukee & St. Paul, 
supplement No. 37 to I. C. C. No. B-4862; Minneapolis, St. Paul 
& Sault Ste. Marie, I. C. C. No. 6010; Chicago & North Western, 
supplement No. 5 to I. C. C. No. 9017, and Northern Pacific, I. 
C. C. No. 8141, and various other tariffs. The suspended sched- 
ules propose to generally increase the rates on grain, grain 
products, flax and millet seed, carloads, between North Dakota 
and Minnesota points, and locally between Minnesota points, 
also from, to and between points in those states and points in 


various other states such as Illinois, Wisconsin, Iowa and South 
Dakota. The following is illustrative: 


To Minneapolis and St. Paul, Minn. 


Present. Proposed. 
From Wheat Corn. Wheat. Corn. 
PO, PAM. dw swsicevensseues 14 12% 16% 15 
MEOOTHSRA, BEINM. ..cccccccccccces 14% 13 17% 16 
oe, SS ee en 16% 15 17% 16 
SRTMOBCIWE, TN. De o.o:00c0ssbescwos 20 18 21% 19% 


In I. and S. No. 2470, the Commission has suspended from 
August 1 until November 29 schedules as published in the fol- 
lowing tariffs: Louisville & Nashville R. R., supplement No. 
64 to I. C. C. No. A-15302; supplement No. 15 to I. C. GC. No. 
A-15338; supplement No. 40 to I. C. C. No. A-15358. The sus- 
pended schedules propose to increase rates on slag from Copper 
Hill, Tenn., to Atlanta, Ga., and intermediate Georgia points, 
and to increase rates on sand and gravel from Coosada, Ala., 
and points grouped therewith to certain Georgia points of 


destination. The following is illustrative: 
Slag, Carloads. Sand, Carloads. 
From Copper Hill, Tenn. Coosada, Ala. 
Rates in Cents Per Ton of 2,000 Pounds. 
To Present. Proposed. Present. Proposed. 
PIR, ND ics éewoebins teen ite 102 130 104 162 


The tariffs suspended in I. and S. No. 2470 were those shown 
to be higher than rates made in accordance with the so-called 
Georgia scale. The Commission was reported, erroneously, to 
have refused to suspend any of the rates on sand, gravel and 
slag covered in the schedules mentioned in the case designated. 
The Commission has been allowing so-called Georgia scales 
adopted by other states to go into effect on other commodities, 
because, up to this time, they have been based on interstate 
rates filed by carriers from nearby points into Georgia. Other 
states have adopted such scales. 


In I. and S. No. 2464, the Commission has suspended, from 
August 1 until November 29, schedules as published in supple- 
ment No. 28 to Boyd’s tariff I. C. C. No. A-1481. The suspended 
schedules propose to restrict the rule for constructing combina- 
tion rates on stone, carloads, in connection with rates between 
Western ‘Trunk Line points, so that it would not be applicable 
on shipments originating at or destined to points in Alabama, 
Georgia and Tennessee, and other Southern states. The pro- 
posed change would result in increased rates. The following is 
illustrative: 


To Omaha, Nebr. (crushed stone, carloads; rates are in cents per 
ton of 2,000 pounds) from Gantt’s Quarry, Ala., present 573, proposed 
603; from Tate, Ga., present 577, proposed 607. 


FINAL VALUATION REPORTS 


In Valuation Docket No. 41, Chicago, Terre Haute & South- 
eastern Railway Company, opinion B-63, 97 I. C. C. 535-85, the 
Commission has found that the value for rate-making purposes 

' of the property owned and used for purposes of a common car- 
rier, including $250,000 for working capital, is $20,150,000, and 
of the property used but not owned $1,223, as of June 30, 1916. 

The carrier alleged that the tentative valuation of $20,502,- 
223 on used property was less than the actual value which, it 
insisted, was not less than $30,000,000, according to the report. 
In its conclusions, the Commission said: 
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The carrier’s books record an investment of $24,927,762.26 in car- 
rier property, including lands, of which $20,995,114.45 represents the 
par value of securities issued or assumed. The portion of the invest- 
ment representing lands has not been ascertained but the costs 
supported by the accounting records for lands and rights devoted 
wholly or partly to carrier purposes we find to be $1,312,684.44. The 
value of the lands and rights wholly owned and used on date of valu- 
ation, determined in conformity with our usual methods, was $1,017,- 
415. The cost of production new of the property exclusive of lands 
we find to be $22,394,695, and cost of reproduction less depreciation $17,- 
689,529. The original cost to date of valuation can not be ascertained, 
but the maximum recorded outlay appears to have been $22,980,356.67. 

The estimates of cost of reproduction covered by this report .are 
based upon what is referred to herein as the 1914 level of prices, while 
the present values of the common-carrier lands covered by the report 
are based upon the fair average of the normal market value of lands 
adjoining and adjacent to the rights of way, yards, and terminals of 
the carrier as of valuation date. This discrepancy will be removed 
when the commission adjusts to later dates, in accordance with the 
requirements of the valuation act, the final value herein reported. 

From January 1, 1911, to date of valuation the revenues were 
sufficient to meet the operating expenses, and there was a net income 
of $660,703.58 after meeting fixed charges. During the year ended 
on date of valuation the net railway operating income, including 
therein the debits and credits from hire of equipment, and joint- 
facility rents, amounted to $860,937.95, or sufficient to pay a return 
of 5.75 per cent on $15,054,000. The outstanding long-term debt 
amounted to $21,361,000 on date of valuation, which, with $4,300,000 


par value of capital stock, produced a total of $25,661,000 in capital 
stock and long-term debt. 


The tentative valuation shows 407.86 acres of carrier lands as 
acquired through aids, and as having a present value of $36,492. 
No amount is included in the original costs of lands to cover donated 
lands. The records indicate that a predecessor of the carrier received 
subsidies of $123,617.24, but their nature and source are not disclosed. 

We conclude and find that the value for rate-making purposes of 
the property owned and used for purposes of a common carrier, 
including $250,000 for working capital, is $20,150,000, and of the pro- 
perty used but not owned $1,223. 


In Valuation Docket No. 146, Jonesboro, Lake City & East- 
ern Railroad Company, opinion B-57, 97 I. C. C. 434-57, the Com- 
mission has found the final value for rate-making purposes of 
owned and used property to be $1,117,328, and of used but not 
owned property $36,657, as of June 30, 1916. The report said 
the carrier’s books recorded an investment of $1,682,600.34 in 
carrier property which, with readjustments under the account- 
ing classification, became $1,228,612.15 as of date of valuation. 
Capital obligations, on date of valuation, totaled $1,294,934.83. 

In Valuation Docket No. 373, Anthony & Northern Railway 
Company, opinion B-62, 97 I. C. C. 518-34, the Commission has 
found the final value for rate-making purposes of owned and 
used property to be $960,300, and of used but not owned prop- 
erty $1,400, as of June 30, 1919. No protest against the tenta- 
tive valuation was filed and this was made final. 

In Valuation Docket No. 194, Butler County Railroad Com- 
pany, opinion B-65, 97 I. C. C. 602-17, the Commission has found 
the final value for rate-making purposes of owned and used 
property to be $907,490, and of used but not owned property, 
$2,906, as of June 30, 1916. The tentative valuation was not 
protested. 


TENTATIVE VALUATION REPORTS 


In a tentative valuation report on the property of the Colo- 
rado, Wyoming & Eastern Railway Company, located in Colo- 
rado and Wyoming, as of June 30, 1919, the Commission has 
found the final value of the property owned and used, for rate- 
making purposes, to be $1,882,785. The present value of the 
land is stated as $53,588. The investment, in road and equip- 
ment, as stated on the company’s books, is $6,880,548. It had 
outstanding at the time of the valuation capitalization amount- 
ing to $6,500,000 in capital stock and long term funded debt, 
the last mentioned amounting to $2,390,000. Cost of reproduc- 
oo new was stated at $2,070,763 and, less depreciation, $1,720,- 

Other tentative valuation reports, with final values as indi- 
cated, have been issued as follows: Kansas Southwestern, as 
of June 30, 1916, $739,295; Edgemoor and Manetta, as of June 
30, 1918, $23,500; Emmitsburg Railroad Company, as of June 30, 
1918, $148,500; Christie & Eastern Railway Company, as of June 
30, 1919, $136,820. 

The Commission, in its tentative valuation report, has re- 
ported the final value of the property owned and used by the 
Salem, Winona & Southern Railroad Company, for rate-making 
purposes, as of June 30, 1917, to be $2,865; used but not owned, 
leased from the Missouri Lumber and Mining Company, $98,500, 
making a total, for the property used, of $101,365. 

Tentative valuation reports have been issued by the Com- 
mission on the following railroad properties: Birmingham, 
Selma & Mobile Railroad Company, as of June 30, 1918, total 
owned, $60,020; total used, $70,433; Dent’s Run Railroad Com- 
pany, as of June 30, 1917, total owned, $60,361; total used, 
$74,849; Grasse River Railroad Corporation, as of June 30, 1918, 
total owned, $224,510; total used, $226,814; Beaver Dam Rail- 
road Company, as of June 30, 1916, total owned, $1,240; total 
used, $41,630; Gould Southwestern Railway Company, as of 
June 30, 1918, total owned, $98,264; total used, $140,264; De- 
troit Terminal Railroad Company, as of June 30, 1918, total 
owned, $3,852,500; total used, $3,858,100; Crosbyton-Southplains 
Railroad Company, as of June 30, 1916, owned and used, $428,- 
195; and of the Ashley, Drew & Northern Railway Company, 
as of June 30, 1918, $430,000. 
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Tentative valuation reports, with final values as indicateg 
have been issued as follows; -R‘o Grande, El Paso & Santg Fe 
as of June 30, 1916, $1,685,000; Fort Smith, Poteau & Western 
as of June 30, 1918, $41,600. *y 

Tentative valuation reports, with final values as set fon 
have been issued, as follows: Lowville & Beaver River RR 
Co., as of June 30, 1918, $279,225; Iowa Transfer Railway as at 
June 30, 1918, $63,000; Louisiana & Pacific Railway Co, 


0,, 
June 30, 1919. total owned, $434,092; tity 


total used, $376,119. 


FINANCE ORDERS 


The St. Louis-San Francisco Railway Company, in finance 
docket No. 4764 and five sub-numbers thereunder, animeographed 
has been authorized to issue $2,699,700 of prior-lien mortgage a 
per cent bonds, to cover, in part, additions and betterments Made 
in the calendar year 1924, on the properties of the parent eon. 
pany and its subsidiaries. The subsidiaries have been autho. 
ized to issue their promissory notes in face amounts aggregating 
$867,180.28, the notes to be delivered to the parent company ag 
evidence of indebtedness to that company for expenditures Made 
by it for additions and betterments to the properties of the gy}. 
sidiaries. No objections, the Commission said, had been made to 
a grant of the applications. 

In addition to application for what was authorized the Frise 
asked for authority to procure the authentication and delivery 
of $1,349,875.99 of adjustment-mortgage bonds. Like request had 
been made in Finance Applications Nos. 2692 and 3530 but action 
on the requests in those applications had been deferred. 

In this report the Commission dismissed the prior applica. 
tioms pertaining to the adjustment-mortgage bonds, without pre. 
judice. It said the Frisco had not shown any present necessity 
for authentication and delivery of adjustment-mortgage bonds, 
hence that part of the application in this docket was deferred 
and the former applications dismissed, without prejudice. 

Authority was granted to pledge the prior-lien bonds, from 
time to time, as collateral for promissory notes, the company 
saying it had no present intention of selling the bonds, permis. 
sion to pledge them being sufficient to meet its requirements, 

The Commission has authorized the Bangor & Aroostook to 
abandon some of its lines in Waldo county, Me. 

The Minneapolis & St. Louis has been authorized to issue a 
certificate for $200,000 bearing interest at the rate of 7 per cent 
to replace one for like amount bearing 5 per cent. 


PETITIONS FOR REHEARING, ETC. 


The complainant in No. 15097, Houston Packing Company ys, 
B. & M. R. R. et al., has asked the Commission to grant rehear- 
ing. 

The complainants and interveners in No. 15271 (and Sub 
No. 1), R. E. Funsten Company et al. vs. A. & V. Ry. et al., have 
filed a petition with the Commission requesting rehearing and 
reargument. 

“The complainant in No. 15239, Carnegie Steel Company vs. 
P. R. R. et al., has filed a petition with the Commission request: 
ing rehearing and reargument therein. 

The complainant in No. 13420, Colorado Culvert and Flume 
Company vs. Santa Fe et al., has asked for the Commission’s 
reconsideration and for the reversal of the findings therein. 

The complainants in No. 15027, Peyton Packing Company et 
al. vs. Arizona Eastern R. R. et al., have filed a petition with the 
Commission requesting reconsideration, rehearing and reargu- 
ment. 

The complainants in No. 15426, Abilene Flour Mills Company 
et al. vs. Abilene & Southern Ry. et al., have asked the Com- 
mission to grant rehearing, reargument or reconsideration 
therein. 

The Birmingham Belt Railroad Company, respondent in I. 
and S. No. 2345, switching between points in the Birmingham 
district, has requested a rehearing and reargument. 


RATES ON COTTONSEED 


The Commission, in No. 14150, Corporation Commission of 
Oklahoma vs. Abilene & Southern, and No. 14970, Texas Cotton- 
seed Crushers’ Association et al. vs. Same, has postponed the 
effective date of its orders prescribing rates on cottonseed and 
products to September 15. At the same time, it has amended 
those orders so they will not apply to intrastate rates in Texas, 
because the Texas commission has prescribed rates, effective 
September 15, that make unnecessary the federal order within 
Texas on Texas business. The Texas order extends the federal 
scales to greater distances and adds to mixtures allowed under 
the rules prescribed by the federal authority, but they do not 
conflict with the federal requirements. 


ASKS CONSTRUCTION PERMIT 


The West Pittston-Exeter Railroad Company has applied 
to the Commission for a certificate of public convenience an 
necessity to construct a line from West Pittston to Exeter, Pa., 
a distance of about four miles. The proposed line would con- 
nect with the D. L. & W. at West Pittston. 
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RECOMMENDS JOINT RATES 


Examiner E. L. Gaddess, in No. 16646, Nelson Steamship 
(ompany vs. Butte, Anaconda & Pacific et al., said the Commis- 
jon should find the refusal of the railroads to establish through 
nutes and joint or proportional rates with the complainant. un- 
duly prejudicial. He said they should be required to establish 
weh through routes and joint or proportional rates with com- 
inant between points in California, Oregon, Washington, Idaho, 
yontana, the Dakotas and Minnesota, subject to the same terms 
wi conditions and divisions of rates as were maintained and 
gserved by them in connection with traffic moving via the lines 
gt the Pacific Steamship Company, McCormick Steamship Com- 

y, and defendants’ lines. 

The complainant operates a line of steamers between San 
francisco, Oakland and Los Angeles Harbor, Calif., Astoria and 
portland, Ore., and Seattle, Tacoma, Everett and Port Angeles, 
Wash. Its complaint alleges that the failure and refusal of the 
iefendants to establish and maintain through routes and joint 
ad/or proportional rates over defendants’ lines and complain- 
ait’s water line between points in California, Oregon, Washing- 
ton, Idaho, Montana, the Dakotas and Minnesota subject to the 
gme terms and conditions and divisions of rates as were main- 
tained and observed in connection with traffic moving via the 
lines of the Pacific and McCormick and their own lines, had pre- 
yented the complainant from enjoying freight traffic which it 
would rightfully expect to receive, and was unjust and unrea- 
gnable, unlawful and discriminatory, unduly preferential of the 
said steamship companies and unduly prejudicial to it in viola- 
tin of sections 1, 3, 6 and 15 of the interstate commerce act. 

Civic organizations on the Pacific coast, the examiner said, 
intervened in favor of the relief prayed, the steamship com- 
panies, “competitors and rivals of the complainant,” intervened 
on behalf of the defendant railroads and in opposition to the re- 
lief requested. The burden of the defense, the examiner said, 
was assumed by the Union Pacific system lines, the Chicago, 
Milwaukee & St. Paul and the Northern Pacific. The first named 
defendant, the Great Northern, and several other defendants, the 
eaminer said, did not file answers while several filed answers 
but did not enter appearances, while some entered appearances 
but took no part in the hearing. 

Gaddess said that the record showed that the complainant 
had asked for through routes and joint or proportional rates sim- 
iar to those in connection with the other steamship lines but 
that the railroads had declined on the ground that the present 
service Was adequate and sufficient and there was no public 
necessity for additional service; also that to make such arrange- 
nents might, to some extent, impair the service of existing lines. 
That, Gaddess said, was the substance of the position taken by 
the defendants and intervening steamship companies. 

The examiner said it appeared from the record, and was so 
admitted at the hearing, that this was a fight between, princi- 
pally, the steamship lines. He said the real reasons for the op- 
position of the defendants appeared to be found in their contracts 
with the existing steamship companies in which the steamship 
line was to be the sole agent of the railroad for the transporta- 
tion of freight between designated ports. 

As to the adequacy of service the examiner said the Com- 
nission had repeatedly declined to sustain pleas of rail carriers 
that their existing water line connections were ample and satis- 
factory as a reason for not requiring them to make similar ar- 
langements with another water line. In conclusion Examiner 
Gaddess said: 


Defendants and interveners contend that complainant is not a 
common carrier within the meaning of and subject to the shipping 
act of 1916 because it had failed to file certain tariffs with the 
Shipping Board. An investgation indicates that complainant has 
fled its tariffs with the Shipping Board since the hearing and 
satisfied the requirement of the shipping act in other respects. 
omplainant is a common carrier subject to the jurisdiction of this 
ommission as to the joint rates established and on file with this 
ommission in connection with the Great Northern Railway. De- 
fendants and interveners also point to paragraph 18 of section 1 
of the act relating to a certificate of public convenience and neces- 
sity Tespecting the construction and operation of new and addi- 
tional lines and contend that the same principle is equally ap- 
Dlcable here. There is no merit in this contention. The Supreme 
et of the United States in_Lucking vs. Detroit & Cleveland 
Navigation Co., 68 U. S. (Law Ed.) 580, decided May 26, 1924, held 
that this provision is specifically limited to lines of railroad. 
It is clear from the record, according to the undisputed testi- 
road of witnesses who have actually shipped by the line of com- 
Dlainant, that the Nelson Steamship Company is financially re- 
fponsible and its service entirely adequate and satisfactory, and 
heal the establishment of the through routes and rates prayed 
% is desirable in the public interest. Complainant is shown to 
bet easporting the same classes of freight at the same time 
a ween the same ports at the same agreed rates, as above ex- 
title” and under substantially similar circumstances and con- 

ons as its competitors. While it is likewise true, as shown, 
the service rendered by the intervening steamship lines is 
adequate and satisfactory, yet this fact alone is not suffi- 
under the law to warrant defendants in preferring the in- 


that 
also 
cient 


terveners to the disadvantage and prejudice of complainant, in 
view of the express language of section 3 of the act. 

The Commission should find that the refusal of defendants 
who participate in through routes and joint or proportional rates 
with the Pacific Steamship Company and McCormick Steamship 
Company to establish through routes and joint or proportional 
rates with complainant is unduly preferential of the Pacific Steam- 
ship Company and McCormick Steamship Company and unduly 
prejudicial to complainant. In addition the record shows that 
the establishment of joint rates in connection with complainant’s 
line is desirable in the public interest. An order should be entered 
requiring defendants to join with complainant in establishing 
and maintaining through routes and joint or proportional water- 
and-rail rates between points in California, Oregon, Washington, 
Idaho, Montana, North Dakota, South Dakota and Minnesota to 
points on defendants’ lines on the same basis as the joint water- 
and-rail rates contemporaneously maintained by defendants with 
the Pacific Steamship Company and McCormick Steamship Com- 
pany from and to the same points. 

Presumably the same method of pro-rating divisions as exists 
between defendants and the Pacific Steamship Company and Mc- 
Cormick Steamship Company lines would be appropriate here. 
The record, however, does not warrant the Commission in passing 
definitely upon this question. If the parties are unable to agree, 
the matter could be brought further to the Commission’s attention. 


CONSUMERS’ COAL CASES 


Attorney-Examiner William A. Disque has recommended dis- 
missal of Nos. 15228, Board of Railroad Commissioners of the 
State of Iowa vs. Abilene & Southern; 15266, Lehigh Portland 
Cement Company et al. vs. Atchison, Topeka & Santa Fe et al.; 
15299, Hannibal Shippers’ Association vs. Atchison, Topeka & 
Santa Fe et al.; 15629, Atlas Portland Cement Company vs. Chi- 
cago, Burlington & Quincy et al., and No. 15860, Dolese Brothers 
Company vs. Chicago, Rock Island et al., on a finding that rates 
on coal from producing points in Illinois, Indiana and western 
Kentucky to destinations in Iowa, and from points in Illinois and 
western Kentucky to Hannibal, Mo., are not unreasonable, un- 
justly discriminatory, unduly prejudicial or violative of section 4. 

The complaints, according to Disque, were the first in 
which rates, as a whole, to Iowa points, had been considered pri- 
marily from the point of view of the consumer. Prior cases, he 
said, had embraced only individual rates, or were considered 
chiefly from the point of view of operators, whose interest was 
more in relationship as among origin groups than in the measure 
of the rates. The destination territory is in Iowa generally, and 
particularly to the area south of Keokuk, and around Hannibal, 
Mo. Iowa, he said, produced some coal, but it was not generally 
used industrially. Intrastate rates, he said, were low, having 
been made so, apparently, to foster the production of coal in that 
state. Iowa, he said, desired to develop as an industrial as well 
as an agricultural state. Any material reductions in rates on 
coal, he said, would be of help in building up the industries. 

Rates in and about the territory embraced within the com- 
plaints, as elsewhere in the country, were generally published to 
apply from and to rather large groups. The basic rates, he said, 
were those from the southern Illinois group. 

Disque reviewed the data of a general character as well as 
the facts relating to points within the destination areas at con- 
siderable length, pointing out, among other things, that the indus- 
tries were interested mainly in the rates on fine coal. The table 
of rates and earnings of ton-miles reproduced by him showed 
earnings ranging from 5.5 mills from Herrin, IIll., a point in the 
southern Illinois group, to Sioux City, to 8.1 mills at Ottumwa. 
He said that due to carrier and commercial competition, mileage 
and transportation conditions, as a matter of practical business 
necessity, in the past had been largely disregarded in determin- 
ing rates on coal. However, he said, complainants’ principal con- 
tentions were based on distance. The main cases, he said, were 
grounded, primarily on the fact that the rates to Iowa were rela- 
tively higher than to territory east and north of Iowa, namely 
points in Illinois, Wisconsin and Minnesota. He said the dis- 
parities in favor of those states were considerably less on fine 
than on lump coal. The complainants, he said, relied particu- 
larly on the rates in Illinois." From the southern Illinois group 
to Chicago the rate of $1.95 on all coal, he said, was relatively 
much lower than the rate to any Iowa point. That rate, he said, 
was spread over a large group in north-central Illinois. The 
fourth section, he said, automatically spread that Chicago rate 
over the whole territory of the somewhat circuitous route of the 

Burlington almost as far west as the Mississippi. The railroads 
urged that the rates to Chicago and other points in Illinois were 
no fair measure of rates into Iowa, the traffic density being about 
two and a half times that of Iowa and the consumption several 
times that of Iowa. Operators and railroads, he said, strove to 
reach Chicago, the largest consuming point, the prize being a 
30,000,000 ton consumption each year. He said that if there 
existed a city as large as Chicago in western Iowa, that state 
might have rates as low as Illinois. The rates from [Illinois 
mines to Chicago were kept low, he said, to enable Illinois pro- 
ducers to sell in competition with eastern coal coming in by lake 


























































































































and on which the lines terminating at Chicago can obtain no 
haul. Deliveries in Chicago, he said, were expensive in com- 
parison with deliveries in Iowa. 

In commenting on rates on fine coal, Disque called attention 
to the fact that the time was when fine coal was regarded as a 
by-product and treated largely as waste but that with the advent 
of the mechanical stoker the demand had been increasing greatly 
in recent years. He said there did not appear to exist now the 
same necessity for the carriers making concessions, in rates as 
there formerly was. The complainants had urged that it was 
economically desirable to maintain lower rates on fine than lump 
coal so as to enable operators to dispose of their output, thus 
minimizing waste, fostering efficiency and resulting in lower 
prices of fuel to the public. 

As to rates to Hannibal, Disque said the Atlas Portland 
Cement Company, complainant in one of the cases, with a plant 
consuming two-thirds of the coal used at Hannibal, stated at the 
hearing that it considered the rates to Hannibal reasonable and 
satisfactory and indicated that it had filed the complaint so as to 
obtain the same reductions that its competitors in Iowa might 
receive in the related cases. 

In conclusion he said the record did not establish that the 
rates assailed were violative of the rule against unreasonable- 
ness, unjust discrimination, undue prejudice of the fourth section. 

In a separate report on No. 15228 (sub-No. 1) Fifth and 
Ninth Districts Coal Traffic Bureau vs. Atchison, Topeka & Santa 
Fe et al., and No. 15299 sub-No. 1, Same vs. Baltimore & Ohio et 
al., Mr. Disque recommended a like finding, of dismissal, as to 
rates on coal, from points in the Belleville group in Illinois to 
points in Iowa and to Hannibal, Mo. The allegation in the first 
mentioned sub-number was that the rates from the Belleville 
group to points in Iowa in general were unreasonable and unduly 
prejudicial as compared with rates from the Springfield group 
and other groups in Illinois and western Kentucky; also that the 
defendants, in many instances, restricted the application of joint 
rates to certain circuitous routes and refused to establish them 
over designated short routes. The complainant asked for the 
establishment of reasonable joint rates over the direct routes 
and a readjustment, on that basis, of the rates over all the routes. 
It asked for rates the same as from the Springfield group. The 
complainant, Disque said, was not particularly interested in the 
level of the rates, which was a point emphasized in the case of 
which the Fifth and Ninth Districts complaint was a sub-number. 

In No. 15299 (sub-No. 1) same complainant alleged the 
rates from points in the Belleville group to Hannibal, Mo., group, 
on the Mississippi south of Keokuk, were unreasonable and un- 
duly prejudicial to the extent they exceeded the rates from the 
Springfield group. He said the record did not establish that the 
rates assailed were unreasonable or unduly prejudicial. 


MINE TIMBER REPARATION 


A finding of unreasonableness and an award of reparation 
have been recommended by Examiner Thomas E. Pyne in No. 
15702, Egyptian Tie & Timber Company vs. Missouri Pacific et 
al., as to the rates and charges thereunder on mine timbers to 
points in Illinois from points in southeastern Missouri on the 
Missouri Pacific, St. Louis-San Francisco and Chicago, Rock Is- 
land & Pacific. The complaint alleged the rates were unreason- 
able between April 28, 1920, and February 21, 1924. Pyne said 
the informal presentation covered shipments after May 10, 1920. 
He said the Commission should follow the decision laid down in 
Palmer vs. Missouri Pacific, 87 I. C. C. 622, and find the rates ap- 
plied unreasonable to the extent they exceeded those prescribed 
in that case. 


PROPOSED LIME ADJUSTMENT 


In a report on No. 16170, Eastern Lime Manufacturers’ 
Traffic Bureau et al. vs. Akron & Barberton Belt Railway et al., 
Examiner Warren H. Wagner and J. P. McGrath said the Com- 
mission should find rates on lime, except lime having no com- 
mercial value for chemical or building purposes, from producing 
points in Maryland, Pennsylvania, West Virginia, Virginia and 
Ohio, to Central territory, unreasonable. They proposed changing 
the commodity descriptions and making rates on lime not having 
value for chemical or building purposes only 80 per cent of rates 
on lime having value for such purposes, to destinations in 60 and 
67 per cent territories where the steel mills are located and 
where much lime not usable in building or in chemical in- 
dustries is used. They said there was no warrant for changing 
the groups, but that the rates between the groups approved in 
Lime from Eastern Trunk Line points, 93 I. C. C. 617, which they 
called the suspension case, to 60 and 67 per cent territories 
should be adjusted on a differential basis, using group 3 as the 
base. They proposed a scale from the Ohio producing points. 
The report also covers a sub-number, Washington Building Lime 
Co. et al. vs. Same. 

The examiner said no evidence was offered as to the rates 
to destinations in West Virginia, other than to points in central 
territory, and that their report would deal only with the latter. 

Complainants are corporations and partnerships engaged in 
the manufacture and sale of lime. They alleged that the inter- 
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state rates from producing points in the states Mentioned yo, 
unreasonable. m 

A complaint assailing the intrastate rates on lime 
ducing points in Pennsylvania to 60 and 67 per cent 
having been filed with the Pennsylvania commission, 
and the federal commissions held a joint hearing. This re 
however, dealt only with the interstate rates. Complainants 
the examiners said, were not in accord as to all of the relief 
sought, therefore, for convenience, those complainants Which 
were in accord with the Eastern Lime Manufacturerg’ 
Bureau and Lime Industries of Virginia were referreg to a 
the Bureau and those having divergent views were referred {) 
only by individual names. 

Distance scales were sought by the Bureau. They wer 
opposed by intervening Ohio lime shippers on the groung that 
for the long distances they would unduly prefer the easter 
producers and prejudice the producers in central territory, The 
examiners said the scale proposed, it would be noticed, iner 
at the rate of 1 cent for each 100 mile block beyond 200 Miles 
for a minimum of 60,000 pounds, and betwen 200 and 400 mil, 
and beyond 500 miles for a minimum of 40,000 pounds. T), 
examiners said that that was a lesser rate of progression than 
observed in distance scales prescribed by the Commission in, 
number of cases, including those on cement in Western Cemey; 
Rates, 48 I. C. C. 201, and Atlas Portland Cement Company y 
Cc. B. &Q. R. R., 81 I. C. C. 1. The rates sought by the interye. 
ing Ohio lime shippers, they said, were based substantially q 
the present Ohio rates from Woodville, O., to a number of ip. 
portant lime consuming points in that state, and were, in som 
instances, the same as, and in others, from half a cent to 2 cents 
lower than those in the Mitchell case scale for equal distances 
and in all instances higher than the rates sought by the Bure 
for a minimum of 60,000 pounds. The interveners contended the 
rates on lime from the eastern points of origin to central terri. 
tory should be on a higher level than those between points in 
that territory, citing the National Paving Brick Manufacturer 
case, 68 I. C. C. 218, and lime from Eastern Trunk Line points, 
93 I. C. C. 617, the latter called by the examiners the suspension 
case. 

The examiners said the Commission’s decisions in the Mitchell 
case, 85 I. C. C. 341, and the suspension case, were relied upon by 
the eastern carriers in support of the reasonableness of the 
present rates from the eastern points of origin. 

In the Mitchell and suspension cases, the Commission 
divided certain of the Pennsylvania, Maryland, Virginia and West 
Virginia producing points into three points, group 3 embracing 
among others, the points referred to in the Mitchell case, that 
case taking its name from the Indiana town where the Lehigh 
Lime Company’s plant is located, the other producing points 
being known as groups 1 and 2. 

In disposing of the case the examiner said the Commission 
should find as follows: 
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That for rate purposes, lime should be described as lime, n. 0.8, 
and as agricultural or fluxing lime having no commercial value for 
building or chemical purposes. 

That the evidence does not warrant any change in the present 
grouping of the eastern points, but that the rates between the groups 
approved in the suspension case to 60 and 67 per cent territories 
should be adjusted on a differential basis, using group 3 as the base 
group. 

The approximate average distances from representative producing 
points in group 3, compiled from exhibits of record, are, 260 miles to 
Pittsburgh, 327 miles to Youngstown, 322 miles to Steubenville, 32 
miles to Wheeling, 397 miles to Erie, and , as found in the suspension 
case, 339 miles to Sharon. 

hat the interstate rates on lime, in carloads, except lime which 
has no commercial value for building or chemical purposes, from 
points in group 3, as hereinbefore described, are, and for the Leer 
will be, unreasonable, to the extent that they exceed, or may exceé 
15.5 cents to Pittsburgh and points in the Pittsburgh district, 17 - 
to Youngstown, Sharon, Steubenville, Wheeling and Erie, and to other 
points in 60 and 67 per cent territories rates that will be in pegead 
with the rates to the points above specifically named; that the ye 
from points in groups 1 and 2, as hereinabove described, are, om 
the future will be, unreasonable, to the extent that they are less than 
1 cent and .5 cent, respectively, lower than the rates hereinabove 
specified from group 3; that the interstate rates assailed — > 
other points of origin are, and for the future will be, unreasonable : 
the extent they exceed, or may exceed, by more than .5 cent riage 
point in the Bloomsburg group, 1 cent from points in the Bainb' 4 
and Riverton groups and from Scranton and 2 cents from points ~ . 
Cedar Hollow and Trexlertown groups the rates above specified 4 
group 3 to destinations in 60 and 67 per cent territories, the 4 
found reasonable to be subject to carload minimum of 30,000 Lampoon 

That the rates on agricultural or fluxing lime having no p at 
mercial value for building or chemical purposes from Lae : 
production thereof in the above groups to 60 and 67 per cent aa 
tories should not exceed rates equivalent to 80 per cent of the ints 
herein found reasonable on lime, n. o. s., from and to the same po 0 

That the rates assailed from the eastern points of origin 
destinations west of 60 and 67 per cent territories are, and a 
future, will be unreasonable, to the extent that they exceed ! ts it 
from producing points in groups 1, 2 and 3, above named, to een 
100 per cent territory, and rates to points in the other peree as 
territories in the states involved made the established percel : 
of the 27-cent or 100 per cent rate; from the origin points ; 
of groups 2 and 3 to the extent that they exceed rates on the nable 
of established differentials over the rates herein found reaserton 
from points in groups 1, 2 and 3, and from points in the R wes 
group, to the extent that they exceed by more than 1 cent the 
herein found reasonable from points in groups 1, 2 and 3. to pre- 

That the record is inadequate to enable the Commission | a 4 
— rates from the other Virginia groups 2 
scribed. 
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August 8, 1925 


That the rates assailed from the Ohio producing points are, and 
for the future will be unreasonable to the extent that they exceed, 

may exceed, those which would result under the following scale, 
minimum 30,000 pounds, subject to the observance of existing group- 

of origin points and applied in the same manner and under the 

e formula for computing distances as that prescribed for cement 
rates in Atlas Portland Cement Co. vs. C. B. & Q. R. R. Co., supra, 
as modified by the supplemental order of August 22, 1923, in that 
proceeding: 


Distance scale 
4) miles and over 
55 miles and, over 
1) miles and over 
5 miles and over 
100 miles and over 
120 miles and over 
140 miles and over 
160 miles and over 
180 miles and over 
90 miles and over 
99) miles and over ie 
940 miles and over 220.. 
940 miles and over 240 ‘ 
The findings in the Mitchell and suspension cases should be 
modified to the extent that they are inconsistent with the conclusions 
herein proposed. 


NICKEL PLATE MERGER HEARING 
The Trafic World Washington Bureau 


An adjournment until September 8 was taken August 1 in 
the hearings on the Nickel Plate application for authority to 
wify the properties of the Nickel Plate, Chesapeake & Ohio, 
Hocking Valley, Erie and Pere Marquette. When counsel an- 
nounced that they could not reach an agreement as to how long 
a recess should be taken, Director Mahaffie, of the Bureau of 
Finance, presiding, said that the hearings would be resumed 
September 8. Cross-examination of witnesses will then proceed, 
at the conclusion of which the protestants will call witnesses. 

Mr. Anderson, counsel for the protesting C. & O. stockhold- 
ers, had urged that the case go over until September, while Mr. 
Colston, for the applicant, said a recess of not more than two 
weeks should be taken. 

Unless developments require submission of additional direct 
testimony, the Nickel Plate had submitted its case, Mr. Colston 
said, August 1. 

Harry C. Royal, a member of an accounting firm, was the 
last witness for the Nickel Plate. He submitted numerous ex- 
hibits, showing in figures various aspects of the merger proposal. 

J. J. Bernet, president of the Nickel Plate, on cross-examina- 
tion, testified that he received a salary of $65,000 a year and 
that Mr. Colston was paid $30,000 a year. He said O. P. Van 
Sweringen received $45,000 a year as chairman of the board of 
the Nickel Plate. Nickel Plate officials thought a mistake had 
been made previously when it was testified that Van Sweringen 
received $45,000, having ‘been under the impression that he re- 
ceived only $25,000, but Mr. Bernet put the salary at $45,000. 

Resolutions adopted by commercial and civic organizations 
of cities and towns served by the Chesapeake & Ohio approving 
the merger plan have been filed with the Commission. The 
Richmond Chamber of Commerce declared that the proposed 
merger “will be beneficial to Richmond, Hampton Roads and 
Virginia generally,’ and that the Van Sweringens should be 
permitted to carry out their plans on terms that would be fair 
and equitable to all stockholders. Other resolutions approving 
the application were sent in by the Retail Merchants’ Associa- 
tion of Richmond, the city council of Newport News, Va., Board 
of Commerce of Lexington, Ky., Chamber of Commerce of 
Charleston, W. Va., Chamber of Commerce of Huntington, W. 
Va. and the Chamber of Commerce of Ashland, Ky. 


Distance scale 
miles and over 
miles and over 
miles and over 
miles and over 
miles and over 
miles and over 
miles and over 
miles and over 
miles and over 
miles and over 

580 miles and over 550 

610 miles and over 680 
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ACQUISITION OF LINE 


The St. Louis-San Francisco has filed an application under 
Paragraph 2 of section 5 of the interstate commerce act seeking 
authority to acquire control of the Muscle Shoals, Birmingham 
& Pensacola Railroad Company by acquisition of $2,500,000 of 
par value of stock of the Muscle Shoals company, which has 
been organized under Florida laws to operate a line from Pensa- 
cola, Fla., to Muscle Shoals, Ala. When constructed the line 
Will connect with the Kansas City, Memphis & Birmingham, a 
subsidiary of the St. Louis-San Francisco, at Glen Allen, Ala. 
The St. Louis-San Francisco said acquisition by it of the line 
Would tend to strengthen the Muscle Shoals company and also 
give the Frisco an outlet for its business to the Gulf of Mexico 


at Pensacola. The consideration for the stock was given as 
$305,013.48. 


APPLICATION TO ACQUIRE 


The Southern Pacific has applied to the Commission for 
authority to acquire the Central California Traction Company’s 
line, from Stockton to Lodi, Calif., by buying the underlying 
bonds of the Pacific Electric, of $2,200,000, and paying $750,000 
cash, in accordance with a contract it has made, subject to 
approval, with Herbert Fleishhacker. The applicant, in point- 
ig out the public benefit to be derived, says the traction line 
Would be useful to it as a second track for a considerable dis- 
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tance, that the traction line, naturally, is a feeder of the South- 
ern Pacific, and that capital for needed extensions and improve- 
ments would be more readily available in the event of the road 
becoming a part of the Southern Pacific than if it remain in 
independent ownership. 


MULTI-UNIT TANK CAR CASE 


The Trafic World Washington Bureau 


Hearing on I. and S. No. 2456, which has become known as 
the multi-unit tank car case, before Examiner Worthington, 
July 30 and later days, brought forth a manifestation of interest 
greater than was suspected when the Commission suspended 
supplement No, 15 to Consolidated Classification No. 4 (Smith’s 
I. C. C. No. 48, Fyfe’s I. C. C. No. 17 and: Dulaney’s I. C. C. 
No 19), from July 10 to November 7. Chemical manufacturers 
and the uses of liquefied chlorine gas, particularly the paper 
makers, attended the hearing in force. 

The suspension order was issued because the carriers pro- 


posed to define the term “tank car” by publishing the following 
rule: 


The term “tank car,’ as provided in separate descriptions of 
articles, is any car, other than a box car, to which one or more metal 
or wooden tanks designed for the transportation of liquids or com- 
pressed gasses are permanently attached, and from which such tanks 
are not, and cannot, be detached for filling or for emptying, or storage 
of their contents. 


By that definition the carriers intended to exclude from the 
privileges of tank cars the type of car approved for tank car 
privileges by the Commission in its decision in Mathieson Alkali 
Works vs. Baltimore & Ohio, 85 I. C. C. 728, devised and largely 
used for the transportation of chlorine, of which the paper 
makers are large users. The underframe of the car forms 15 
cradles which carry that number of one-ton tanks arranged side 
by side with the ends facing outward. The superstructure of 
the car is formed by these tanks, without which the car is 
not suitable for loading or transportation of any capacity. The 
tanks weigh 1,319 pounds each and the gross weight of the cars 
is 78,750, according to the Commission’s summary of the decision 
in the Mathieson case. 

Testimony in support of the proposal of the carriers was 
offered by F. W. Smith, chairman of the Official Classification 
committee, and A. G. Trumbull, chairman of the tank car com- 
mittee of the American Railway Association. G. C. Woodruff, of 
the New York Central, was put on the stand to give testimony 
about the merchandise and brick containers used on that road, 
apparently with the idea on the part of the protestants of 
drawing an analogy between those containers used by that 
road and the small tanks used for the transportation of chlorine, 
taken from the car and used by the consignees as containers 
for the storage of that chemical. 

The proposed rule, limiting the words tank cars to such 
equipment to which the tanks are “permanently attached,” has 
been construed by shippers as showing a desire on the part of 
the railroads, not to exclude the multi-unit car, but rather a 
desire to have it excluded unless the shippers pay freight on 
the weight of the tanks because they are detachable and may 
be used as storage containers, the full tanks being replaced by 
empty ones, from the stock of tanks placed in the hands of con- 
signees by the owner-consignors. 

Practically no contention was made that the multi-unit 
tank car did not provide safe and efficient transportation for 
articles listed among those as dangerous and, therefore, subject 
to the rules and regulations pertaining to explosives and other 
dangerous articles. The safety rules, it was contended, prac- 
tically required such articles to be shipped in less than carloads, 
the multi-unit tank car being at least one way in which such 
articles could be practically shipped as carloads. 


AUTOMATIC TRAIN CONTROL 


The Commission has modified its order in No. 13413, in the 
matter of automatic train control devices, by extending the effec- 
tive date for fulfillment thereof by certain carriers from July 
1, 1925, as follows: Northern Pacific Railway Company, until 
October 1, 1925; Cincinnati, New Orleans & Texas Pacific Rail- 
way Company and Southern Railway Company, until January 1. 
1926; Lehigh Valley Railroad Company, until March 31, 1926; 
and Chicago & Alton Railroad Company, until July 1, 1926. 


BOND SALE AUTHORIZED 


In a supplemental order in finance docket No. 4497, Rock 
Island Railway Bonds, the Commission has authorized the ap- 
plicant to use the proceeds of a $1,000,000 bond issue authorized 
December 23, 1924, in the same docket, for its general cor- 
porate purposes, instead of as first authorized, to apply to the 
payment of a loan from the United States under section 210 of 
the transportation act. About $900,000 of the bonds have been 
sold. The company represented that, owing to decreased earn- 
ings, expenditures for additions and betterments, and the pay- 
ment of maturing installments of equipment trust certificates, 
a change had taken place in its cash resources which made it 
desirable to use the proceeds for general corporate purposes. 





























































































































FORD BID ACCEPTED 


The Traffic World Washington Burcas 


The Shipping Board, August 4, announced the acceptance 
of the Henry Ford bid for 200 ships to be scrapped. It is under- 
stood that the vote was four to one in favor of acceptance, the 
one negative vote having been cast by Commissioner Benson. 
The other members present at the time were Commissioners 
O’Connor, Hill, Lissner, and Haney. 

Under the terms of the contract the Ford Motor Company 
may use the engines, boilers, and auxiliary parts in its plants, 
but may not resell them. In announcing the closing of the con- 
tract the chairman said: 


Chairman O’Connor announced today that the board had 
formally accepted the cash bid of Mr. Henry Ford of Detroit of 
$1,706,000 for 200 steel vessels to be dismantled and scrapped, 
including all engines, boilers and auxiliaries. The next highest 
bid received for these vessels was $1,370,000, which gave the right 
to the bidder to resell the engines, boilers and auxiliaries. 

The keen public interest recently displayed in American ship- 
ping seems to show that the propaganda of foreign shipowners 
has been defeated by American common sense, and that this coun- 
try will maintain its determination that an absolutely essential 
part of its business equipment as well as for national defense is 
a fleet of merchant ships. 

To best maintain this fleet is needed the money making in- 
centive of private ownership, and we are attempting as rapidly 
as possible to get our ships out of the hands of American tax- 
payers, and into the hands of American private owners. 

The scrapping of useless ships will soon be under way, and 
we shall return with greater vigor to the quest for American 
buyers of ships on the great trade routes of the world. These 
ships will be sold to those who can run them best and cheapest. 
Terms of payment, with proper security, will be as liberal as the 
law permits. Prospective buyers will submit their offers as here- 
tofore, to the president of the Fleet Corporation, who will submit 
these offers, with his recommendations, as soon as practicable, to 
the Shipping Board for final action. 

The effort which I have made as chairman of this board to 


broadcast the subjete of private operation for American ships will 
not be discontinued. 


Recent events have directed public attention to the scrapping 
of ships. This interest was due largely to a bid for two hundred 
ships recently made by Mr. Henry Ford, and today accepted by the 
board. Both of the trips I made to Detroit were for the purpose 
primarily of interesting Mr. Ford in buying some of our ships 
for general cargo operation. His announcement that he proposes 
to buy ships and make a bid for ocean trade is most welcome 
news. The importance of this announcement can be measured 
only by the scale and success of his operation. 

_. I have a firm belief that other Americans will shortly submit 
bids of such a character that some of them, at least, may be 
promptly recommended and favorably received by this board. 

Attorney-General Sargent advised the Shipping Board that 
it has the authority under the merchant marine act to sell 
ships on condition that they be scrapped. The board had re- 
quested an opinion from the Attorney-General because Commis- 
sioners Benson and Thompson questioned the authority of the 
board to sell ships, for scrapping, that had not been declared 
damaged or obsolete. The opinion from the Attorney-General 
was requested after the board had asked for and had received 
bids on 200 ships offered for sale on condition that they be 
scrapped. In his opinion, the Attorney-General pointed to a 
report made by a sub-committee of President Coolidge’s special 
committee on merchant marine needs in which it was found 
that 521 out of the government fleet of approximately 1,200 
vessels were surplus in that they were not necessary for the 
national defense nor needed for commercial purposes. The pro- 
vision in the merchant marine act giving the board authority to 
prescribe conditions of sale was held by the Attorney-General 
as investing sufficient discretionary power in the board to re- 
quire that certain ships be scrapped. 


SHIP CHARTER RATES WEAKER 


The Traffic World New York Bureau 


Definite postponement of the British coal strike, which had 
resulted in a hardening of charter rates in anticipation of a 
movement of coal from the United States if the strike had 
materialized, was followed by a weaker tone in the ocean freight 
market. Owners of a number of vessels had previously refused 
to place their ships at current quotations, preferring to take a 
chance on better terms in the event of a strike. Vessels have 
been offered more freely this week and rates have declined. 

A grain ship has been fixed from Baltimore to Antwerp- 
Rotterdam at 11% cents a 100 pounds and to Hamburg at 12 
cents. Fixtures from Montreal to the Continent have been 
made at 14 cents a 100. The market has been dull. 

In the coal market vessels have been fixed at $2.85 a ton 
from Hampton Roads to West Italy and at $3.50 a ton to Rio de 
Janeiro, both marking declines from the rates quoted last week 

The sugar market remained listless, with nominal quota- 
tions of 16 shillings a ton from Cuba to the United Kingdom 
and Continent, and 17 shillings from Santo Domingo. 

In sharp contrast with the dullness in the overseas trade 
is the apparent shortage of vessels in the United States inter- 
coastal traffic. Space for general cargo is not sufficient to meet 
the demand, with the result that the American Hawaiian Line 
has advanced the inauguration of five-day sailing schedule by 
two sailings. The company was to have started its increased 
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schedule on September 10, but has announced it on August 19 
because of the greater demand. 

The intercoastal eastbound freight situation is rapidly pe 
coming acute. General cargo offerings on some lines are pra . 
tically twice the available space, as the seasonal rush is setting 
under way earlier than usual. 

The intercoastal lines have agreed informally to quote $14.50 
a 1,000 feet on lumber, effective September 1. This is an advance 
of 50 cents over the previous quotations, but does not fully 
equalize the rates in the open market. The lines to the Guif 
have followed the example of the North Atlantic services in aq. 
vancing their rates to $13.50. 

Traffic across the Pacific is also improving, despite the diff. 
culties in China. Evidence of this is shown in the announcement 
of the Cadwallader-Gibson Lumber Co. that they plan to operate 
two vessels purchased from the Shipping Board in the hardwoog 
lumber trade between Los Angeles and the Philippine Islands, 

Arrangements have been completed by one line for an jp. 
creased service from North Pacific ports to the United Kingdom 
and Continent to take care of the heavier movement of fruit. In 
October the line will have four vessels in British Columbia 
waters, of which three have refrigerator systems. 

Eastbound tariffs of the Intercoastal Conference have been 
revised as follows: effective August 21, charcoal in bags 69 
cents a 100 pounds less than carload and 40 cents carload; the 
rate on pulp beet in bags, 60 cents L. C. L. and 40 cents C, L, 
effective August 21, is eliminated. Four rates on wool and 
mohair, scheduled to expire on August 31, have been extended to 
November 30. 

Order blanks are being sent out by the intercoastal confer. 
ence, through its secretary, C. A. Torrence, for copies of West- 
bound Minimum Rates No. 3. This marks the inauguration of 
a new policy by the conference of making its tariffs public. 


SHIP SALES NEGOTIATIONS 


Pacific coast interests represented by Mayor James Rolph, 
of San Francisco, with whom Herbert Fleishhacker is under. 
stood to be identified, have made a definite offer for the Ship- 
ping Board’s freight services operated by Swayne & Hoyt be 
tween Pacific coast ports and the east coast of South America, 
These interests had held an option on the service to South 
America, in which five vessels are operated, and also on a serv- 
ice to Australia. The original proposal, in connection with 
which a deposit of $30,000 had been made, was withdrawn. The 
deposit will apply on the purchase price of the line now bid 
for if the offer is accepted. President Palmer, of the Fleet 
Corporation, expects other offers for the same service. It is 
understood that Swayne & Hoyt, the present operators, may 
bid for the service. Mr. Palmer has recommended to the Ship- 
ping Board acceptance of a bid of the Carolina Company for 
the Palmetto Line, operating between South Atlantic and Euro- 
pean ports, according to the Board. 

Henry Herberman, president of the Export Steamship Com- 
pany, operating the 18 ships on the American Export Line, from 
north Atlantic to Mediterranean ports, conferred on August 3 
with President Palmer of the Fleet Corporation in regard to sale 
of the ships by the government to the operating company. 
Nothing definite was announced as to the conference on that 
day, but the declaration was made that progress was made. 

President Whitsitt and Vice-President Huger of the Carolina 
Company, operating the American Palmetto Line from south 
Atlantic ports to European ports, conferred on the same day 
about the bid of that company for the six ships operated by it. 
The Shipping Board desired to know the terms of the contract 
before considering the bid and the talk was about the terms. 

The Fleet Corporation has sold a_ 6,000-ton wooden dry 
dock, now at Jacksonville, Fla., to the Virgin Island Dock & 
Engine Works, the latter at St. Thomas, Virgin Islands, for 
$20,000. 


U. 8. COASTWISE LAWS UPHELD 


The Trafic World New York Bureau 


The stand taken by American shipowners at the Brussels 
meeting of the International Chamber of Commerce against the 
plans of foreign lines to put that body on record in favor of 4 
policy of no restrictions was explained in a statement issued in 
New York this week by the American Steamship Owners’ Ass0- 
ciation. The American position was set forth by H. H. Raymond, 
president of the Clyde-Mallory Lines, Ira A. Campbell, counsel 
for the association, and Homer L. Ferguson, president of the 
Newport News Shipbuilding and Dry Dock Company. 

The American delegates had been informed previously that 
the question of coastwise shipping restrictions would not be 
broached. They were surprised, accordingly, when Sir Alan 
Anderson brought up the subject in an address before the meet 
ing. The Americans then issued a formal statement to the 
members declaring that the United States did not consider itself 


bound by the action taken the year before at the session in Rome, 
when a resolution was adopted giving the opinion of the chamber 


that there should be no discriminations for or against shipping 
on the part of maritime nations. 
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the shipowners’ statement added: 


tainty as to the meaning of the resolution of the 

The arerence, the fact that the Japanese representatives had 
home “forward a resolution looking to the reciprocal opening 
ous: twise trade, the adoption of the resolution by the trans- 
af Coan amittee directing the secretary general to collect evidence 
ve how the reservation of the coasting trade in various 
vies affects commerce, with special reference to exports, and 
a tements which appeared in the British press indicating a 
the On the part of certain British shipping interests to see 
oe jse trades generally opened, gave grave concern to Amer- 
tons ping interests, who believe that the preservation of Amer- 
ith ee pastwise trade to American ships is essential to national 
ase and to the upbuilding of any merchant marine in foreign 


irene shipping interests were, however, not only concerned with 


i of the coastwise trade for American ships, but 
the ree elieved that the Rome resolution did not express their 
Oe with respect to the question of discrimination in foreign 
“4 To make their position clear upon these questions, the 
re rican Steamship Owners’ Association, whose membership com- 
_ substantially all of the owners of privately owned sea- 
poo vessels, and the Atlantic Coast Shipbuilders’ Association 
2 delegates to this conference. 


The statement also called attention to the fact that the 
\nerican Steamship Owners’ Association, in the consideration 
ot the German-U. S. commercial treaty, expressed its opposition 
io any surrender of the right to give American ships the pro- 
jetion of preferentital duties, tonnage differentials, or other 
jis, Such a surrender, it was said, was in conflict with the 
povisions of the Merchant Marine Act. ; 

The statement explained that, while the American ship- 
owners were not committed to a policy of discriminations to aid 
shipping, they objected to any policy that would prevent adoption 
of such @ plan if it was found desirable. 


AUTHORIZED TO OPERATE 


The Commission has authorized the Helena Southwestern 
Railroad Company to operate a line extending from West Helena, 
Ark, and points in East Carroll, Madison and Tensas parishes 
innorthern Louisiana, a distance of about 107 miles. The road 
is owned by the estate of Herman Paepcke, which also owns 
ihe Chicago Mill & Lumber Company. The lumber company 
has railroads in both Arkansas and Louisiana. The new com- 
mon carrier; which expects to haul forest products, is to operate 
over the tracks of the Missouri Pacific for much of the distance. 
The lumber company needs it to enable it to reach its new 
timber tracts in Louisiana. The company, the report said, did 
not expect to haul as passengers anyone other than its em- 
ployes, and, except for its own supplies, will haul only logs. It 
vil neither accept nor deliver freight at points on the Missouri 
Pacific. 


LUMBER SHIPMENTS 


Reports received by the National Lumber Manufacturers’ 
Association from 334 of the larger softwood mills of the country 
for the week ended August 1, as compared with 362 mills re- 
porting for the previous week, show increases in production, 
shipments and new business with 28 fewer mills reporting than 
forthe preceding week. There were also increases in production 
and shipments, and a fair gain in new business in comparison 
vith the reports for the same period last year. 

The following table compares the national lumber movement 
asteflected by the reporting mills of seven regional associations 
fr the three weeks indicated: 


Preceding 
Corresponding Week, 1925 
Past Week. Week, 1924. (Revised). 

ling bs cslcsoclnewcicioaees 334 354 362 
NE ccwcieciemes’ew 237,516,744 209,070,721 233,583,865 
os wacicsines cea 262,048,482 235,914,810 233,773,455 
Orders (new business).:....... 259,883,296 251,535,492 239,476,734 


The following revised figures compare the lumber move- 


ms for the first thirty-one weeks of 1925 with the same period 
of 1924: 


: Production. 
1935 7,517,727,727 _7,453,286,419 
7,224,478,933 _7,180,784,360 


Shipments. Orders. 
7,298,424,835 
6,886,277,035 

412,147,800 


eee eeee 





ARMY BASE LEASED. 


_ The Shipping Board has announced the lease by it and the 
aly of Norfolk, jointly, of the piers of the army base at Norfolk, 
the president of the Miller Tidewater Terminals Company, for 
‘period of five years. The owners, the Shipping Board and 
ite city of Norfolk, will receive two-thirds of the net profits of 
bs operation and the terminals company one-third. The piers, 


wgside those owned by the city, will accommadate about 
m ships. 


DECK-BOYS ON SHIPS 
_,Chairman O’Connor, of the Shipping Board, in a statement 
With reference to the results being obtained in the shipping 
tt American boys as deck-boys on American ships, which was 
opted as a policy two years ago, said the board was much 
mtified at the probability of the American Steamship Owners’ 
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Association adopting a similar plan which had been under discus- 
sion with that Association for some time by the board’s Sea 
Service. Mr. O’Connor said: 


The total number of boys placed through the Sea Service 
Bureau for the fiscal year just ended was 1,425. Over half of 
these boys received a report on conduct and ability of “very good.” 
A large per cent qualified for the position of ordinary seaman. 
There were eleven transferred to the engine department, eight to 
stewards’ department and only twenty-five desertions. 

Nothing can be more important to the American merchant 
marine as a whole at the present time than the upbuilding of a 
real 100 per cent American personnel, and if we can induce 
American boys in this way to go to sea and to stay at sea and 


become real seamen, there is no need for worry about the wage 
that is to be paid. 


VESSEL AND PORT PROTESTS 


The Trafic World Washington Bureau 


The Luckenbach Steamship Company and the New Orleans 
Joint Traffic Bureau have protested the proposal of transconti- 
nental carriers to establish a rate of 75 cents on rice and rice 
products from groups E, F, G, H, and J to Pacific coast ports 
such as San Diego, San Pedro (Los Angeles Harbor), San Fran- 
cisco and intermediate points as made in supplement No. 4 to 
Transcontinental Freight Bureau Westbound Tariff No. 1-X, item 
No. 3860-A, effective August 15, I. C. C. No. 1147, and asked for 
its suspension. 

Thus far the only justification for the item is contained in a 
letter written by the bureau, July 21, in which a notation oppo- 
site the item says: “This change is necessary so as to place 
in effect the same rates via the Nelson Steamship Company as 
are now in effect via the Pacific Steamship Company.” That ex- 
planatory note is contained in a letter in which the Bureau said: 
“Below is a statement of increases effected in supplement No. 4 
to my tariff I. C. C. No. 1147 (Bureau No. 1-X), effective August 
15, 1925, except as noted in individual items.” 

The Luckenbach protest is based on the assumption that 
$300 per car revenue resulting from a minimum of 40,000 pounds 
would not be reasonably compensatory and that the purpose of 
the proposed rate was to deprive the Luckenbach and other car- 
riers by water operating through the Panama canal of the only 
rice they carry, to-wit, that produced in Louisiana and that to 
that end the railroads were willing to make a reduction of 22.5 
cents on all rice shipped from Arkansas to the Pacific coast and 
15 cents on all rice shipped from Texas to the western coast, so 
as to avoid fourth section violations. Frank Lyon, the steamship 
counsel, said that no rice would move by steamship in competi- 
tion with the 75 cent rail rate unless the steamships reduced 
their rates. He said the end the railroads had in view was to 
defeat, discourage and hinder water transportation and that that 
would be accomplished either by forcing the steamships to re- 
duce their rates or to deprive them of the rice traffic they now 
had. 

Mr. Moulton, for the New Orleans organization, said the 
“purpose of the interstate commerce act is to facilitate, not im- 
pede, commercial operations. Your petitioner submits that rate 
adjustments on Pacific coast traffic should be of such a nature 
that will permit the free movement of traffic via various proper 
and logical routes. Efficient rail-and-ocean service via the port 
of New Orleans is proper. We earnestly submit that the opera- 
tion of the proposed rates will create a condition of serious con- 
cern and debar movement of traffic via the Panama canal.” 


POSITIONS WANTED OR OPEN 


GOOD TRAFFIC MEN ARE MORE THAN EVER IN DEMAND 
and THE TRAFFIC WORLD is the logical medium for ting th 


men and the in touch with each other. 














lin ini - conan TE. ‘insertions, per line, 50c; 10 
minmum : * 
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torwarded free and all correspondence h in strict confidence, The 

TRAFFIC WORLD, 418 South Market Braet Chicago, I. 





TRAFFIC MANAGER—Business executive having developed all 
possibilities present connection seeking larger opportunities. Sixteen 
years present industry. Proven ability. Law student. Address 
bs BE,” care Traffic World, Chicago, Ill. 


ONE HUNDRED DOLLARS will be paid to anyone referring to 
us a salesman who makes good in placing our Service Contracts. 
Well organized and equipped. Thirty-seven years in business and 
writing the most desirable to the purchaser Traffic Service contract 
containing many exclusive features and all desirable clauses to be 
found in contracts issued by any other Bureau. This company has 
the disposition to and the “Hard Boiled” rate men to carry out every 
promise. The Freight Audit Company, Chicago. 


POSITION Se Class Traffic Executive, 16 years 
rate experience with Railroads, 8 past years Traffic Manager for 
Organization, present employed, salary $6,600.00 Thoroughly ac- 
quainted with Southern Territory, would like to get with Manufac- 
turing Corporation. Experienced in handling cases before Interstate 


and State Commissions. Highest testimonials. Address Box 824, 
care Traffic World, Chicago, Il. 














FOR SALE—Three hundred Gondolas—eighty capacity, wood body 
steel truck; two hundred first-class, one hundred fair. Sacrificing 
price to move quick. Zelnicker, St. Louis, Rails, Steel Piling, Tanks. 
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Industrial Traffic Departments 


Twenty-first of a Series of Thirty Articles on the Organization and Management of Industrig 
and Commercial Traffic Departments, Written for The Traffic World by G. Lloyd Wilson, 


THE TRAFFIC WORLD 


Vol. XXXVI, No. 5 


Ph. D., Assistant Professor of Commerce and Transportation, University of Pennsylvania 


Industrial traffic departments often are called on to perform 
the traffic and transportation services incident to export and 
import traffic in collaboration with other departments as parts of 
“built-in” export organizations. This type of export department 
utilizes the regular departments of the industrial enterprise in 
its foreign trade work. The regular plant departments perform, 
as parts of their duties, the specialized foreign trade functions 
required of them. The sales department organization is used 
in foreign as well as domestic sales work; the purchasing depart- 
ment buys goods imported from foreign countries and ultimately 
to be exported, as well as attending to the purchase of goods 
from domestic suppliers for use in domestic trade; the credit 
department attends to credit matters in connection with foreign 
buyers, in addition to passing on credit to be extended to cus- 
tomers in the United States; the collection of foreign accounts 
is attended to by the collection department and the accounting 
department attends to the accounting incident to foreign trade 
transactions as well as keeping the book records of domestic 
trade. Financing of both foreign and domestic sales and pur- 
chases is attended to by the treasurer’s department of the cor- 
poration, the work including the preparation of financing docu- 
ments, the banking arrangements, the discounting of commer- 
cial paper, and the review of terms made in foreign sales and 
purchases. 

The regular production organization of the enterprise manu- 
factures the goods that are sold to foreign buyers as well as 
those that are sold in domestic markets. If special plans or 
specifications or modifications of standard designs are necessary 
to sell the goods advantageously abroad, fhe plant engineering 
department is called on to make such changes in design or devise 
new ones to fit the goods for the foreign markets. The produc- 
tion department, in such cases, collaborates with the engineering 
and sales departments in producing the goods in accordance with 
requirements. Advertising in foreign nations is attended to by 
the regular advertising department of the organization, which 
attends also to the advertising of the company’s products in the 
home markets. 

The regular stores organization attends to the storage of 
stocks of raw materials and finished products that are to be 
used in the foreign trade, as well as attending to similar func- 
tions in connection with ordinary business. 

The traffic organization attends to matters connected with 
foreign shipments. This is a double task, for the goods must 
be packed, marked, shipped, traced, expedited, and routed in the 
United States up to the ports of export, and then forwarded 
to destinations abroad. 

The work of the various departments that participate in the 
preparation of goods and the documents covering the trans- 
actions in foreign trade are supervised and coordinated by the 
export manager. Without a department of his own, this indi- 
vidual must organize and direct the efforts of others so as to 
obtain results in this part of the work of the enterprise. This 
requires tact and diplomatic ability of high order, for the export 
manager seldom ranks higher than the heads of any of the de- 
partments whom he induces to work in harmony as a foreign 
trading organization. 

The export manager must also be capable of supplying the 
regular departments with the special information needed to 
enable them to work efficiently as units in the exporting organiza- 
tion. He must teach the members of the departmental staffs, 
who are, as a rule, unfamiliar with foreign trade procedure, 
the intricacies of the technique of this branch of the business. 
He must, by constant effort, inject into the men working in 
foreign trade as a part of their tasks an enthusiasm for their 
work. After the novelty of the thing has worn off and the 
members of the collaborating departments are trained suffi- 
ciently to be able to do the routine work without difficulty, 
there still remains a difficult task for the export manager in 
keeping the enthusiasm for foreign trade at a working pitch. 

The export manager must be a diplomat of no mean ability 
so that the heads of the various departments of the organization 
as well as their subordinate staffs may be brought into and 
kept in harmonious working relationship in performing the 
export work that must be done in their respective departments. 
This must be done by the export manager, who, as a rule, does 
0 aga higher in the corporation than any of the department 
eads. 

The “built-in” export department is usually controlled by 
the same plant and corporation executives who supervise the 
activities of the domestic business organization. The marketing 
and price policies of the enterprise in foreign trade are deter- 
mined by an executive official of the corporation who is finan- 





cially interested in the concern and who is responsible to the 
board of directors and stockholders of the corporation for jj, 
actions. This officer is usually a vice-president or other high 
executive who decides similar questions in connection with th 
domestic business of the enterprise. 

The practicability of the “built-in” export department ag a 
efficient type of business organization in foreign trade has been 
amply demonstrated by actual experience. Walter F. Wyma, 
export sales manager of the Carter Ink Company, a leader in 
exporting circles, advocates this type of department especially 
for American companies newly entering the foreign trade field, 
An outline in the foreign trade course published by the Uni. 
versity of Pennsylvania on “export departments” endorses 
this view. 


The “built-in” export department is the most practical or. 
ganization for a small manufacturer to adopt because of its 
economy in operation. Through the efficient coordination of the 
regular domestic departments of the enterprise into a foreign 
trade organization, economy and efficiency are obtained through 
the use of a “built-in” export department. Most of the failures jn 
this method of entering the foreign trade are traceable to a lack 
of knowledge of the proper working and management of this type 
of export department.! 


An organization chart of this important type of exporting 
business machinery is shown herewith. 

Work of the Traffic Department in “Built-In” Organizations 

The regular traffic department organization receives copies 
of orders placed with the company through the export manager 
and, after the goods are bought from American manufacturers, 
copies of the purchase orders are sent to the traffic department 
to be followed up. 

The expeditors of the traffic department keep in touch with 
all the manufacturers with whom orders comprising parts of 
export shipments are placed. Whenever possible these ship 
ments are consolidated into larger shipments, so that the move 
ments may be made from the manufacturing centers to the 
ports in solid carload lots. In any case, the shipments are expe 
dited so that they may be placed at the ports in time for the 
sailings they are to make. 

The shipments are routed by the traffic department unless 
routing instructions are specified by the foreign buyer. This 
applies not only to the movements from interior points to the 
ports, but to the steamship routing from the American ports 
to destinations abroad. The extent to which the traffic depart 
ment controls the selection of routes depends primarily on the 
terms on which the goods are sold. 

The traffic department engages space for the goods aboard 
steamships either directly by contract with the steamship line or 
indirectly through a steamship broker who may control space 
at the time required and to the ports to which service is required. 


Shipping permits, dock receipts, bills of lading, export declar- 
ations, and other shipping documents are obtained by the trafic 
department from the agents of the steamship companies, steal: 
ship brokers, freight forwarders, foreign consuls, or other 
agencies involved in foreign shipping transactions. The doc: 
ments that pertain to the transportation of the goods are pre 
pared by members of the traffic department, while those that per 
tain to the sales contract and prices are attended to by the 
accounting, invoicing, and financial departments or bureaus of 
the organization. Marine insurance to cover the goods while in 
transit is arranged for either by the traffic department or by the 
department attending to the financial details of the transactions. 

In any event copies of the shipping papers are sent to the 
departments responsible for preparing the invoices and to the 
accounting department, so that proper entries may be made in 
the books. 


The traffic department, in collaboration with the purchasilé 
department, prepares instructions to guide the suppliers of goods 
that are purchased for export. These instructions are commul 
icated to the manufacturers before the goods are shipped, spec 
fying the terms of the contracts, the form of packing to be used 
the marking of the shipments, the execution of shipping papers 
and other vitally important instructions. 

Requirements and Instructions Given to Suppliers. Terms 


F. O. B. (Free on Board) destination (named point) meals 
that the seller pays all charges and assumes all risks until the 
goods are delivered at the destination named. 

F. O. B. (Free on Board) steamer, port of (named port) 
means that the seller pays all charges and assumes all risks 


1“Export Departments,” Page H-5, University of Pennsylvans 
Foreign Trade Outlines. 
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MEMPHIS, 


TENNESSEE 


The Most Centrally Located Distributing 
Center in the United States 


Home of the Largest Merchandise 
Warehouses in the South 


THE MEMPHIS TERMINAL 
‘CORPORATION 


AMERICAN SCRUBBING EQUIPMENT SALES CoO. 
Distributors of 

Finnell System of Electric Scrubbing 
Hannibal, Missouri 


April 4, 1925 


Memphis Terminal Corporation, 
1001 Falls Building 
Menphis, Tenn. 


Gentlemen: 


Thank you for your letter of March 30th. acknowledging receipt 
of our letter of March 27th. 


Would you be interested in knowing that we are receiving hetter 
and quicker service from the Memphis Terminal Corp., than render- 
ed us from any of the other 26 warehouses used: by us in the 
United States. 


And, may we further add, we tnink that we nave tne pick of tne 
warehouses in the Cities from which we distribute our commodities. 


We believe iu telling our Warehouses when we do not approve of 
the service rendered us and we also believe in telling them when 
it pleases us. 





Most of our correspondence has been with your Mr. Blackburn of 
the Merchandise Department and we would like to extend to hin 
our appreciation of the immediate attention he gives our corres- 
pondence and delivery orders and for the spirit of cooperation 
displayed by him toward us. 


Yours very truly, 
FINVELL SYSTEM, INC. 


R 


R. F. Jones, 
Traffic Mgr. 


We Invite Storage of All Kinds of 
GENERAL MERCHANDISE 


POOL CAR DISTRIBUTION 


Warehouses of concrete construction, auto- 
matically sprinkled, lowest insurance rates. 
We operate our own switch engine and con- 
nect with all Railroads initial to Memphis, 
Tenn., as well as the Mississippi Warrior 
Service who switch to our Plant without 
additional switching charges on car load lots. 


Member A.W.A. 


Address MERCHANDISE DEPT. 


- Box 1025 Memphis, Tenn. 


Know More About the 


Southwest 


As a Market for 
Your Product 
and Reach It Via 


Ghe 
Port of Houston 


ESTINED to be one of the centers 
of population. The Great Southwest 
is of interest to every manufacturer 
who faces a selling problem. 


THE PORT OF HOUSTON is the logical 
gateway through which to enter this terri- 
tory with merchandise or with sales effort. 


Ample warehousing facilities exist, organ- 
izations competent to act in any capacity 
for the manufacturer. SEVENTEEN RAIL- 
ROADS with tremendous rate advantage and 
with ample package car and freight sched- 
ules serve THE PORT OF HOUSTON with 
speed and economy. 


All Texas Common Points and points 
in Louisiana, Oklahoma, Arkansas, New 
Mexico, Arizona and Colorado are reached 
through The Port of Houston to better ad- 
vantage than through any other routing. 


The story of The Port of Houston is told 
interestingly in Picture and Text in “PORT 
HOUSTON,” the official organ of the Port 
Commission and in “HOUSTON FREIGHT 
RATE BOOK NUMBER ONE.” Both of 
these books are Free to interested parties. 


eM 


SENT FREE ON REQUEST 
Address 
DIRECTOR OF THE PORT 


5th Floor Courthouse 
HOUSTON TEXAS 
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until the goods are delivered (properly packed and marked in 
exact accordance with instructions following) on board steamer 
at the United States port designated. 

F. A. S. (Free Alongside) steamer, port of (named port) 
means that the seller pays all charges and assumes all risks until 


Sales Department 












Accounting Department 












Foreign Accounts 
Collections 
















Stores or Stock Department 


Stocks of raw materials 
and of finished gocds 






Office Manager 






Corresp ondance 
Files 
Stenographic 
service 


Tracing 
Expediting 


port designated. 


THE TRAFFIC WORLD 


Advertising Department 


Sales Foreign Advertising Foreign Credit 
Contracts Publicit Ratings 
Quotations Investigetions 
Samples 




















The Export Manager 
Coordination 
and 
Supervision 


Traffic Department 
Packing, marking & weighing 


Car Service 
Lighterage and terminal 





the goods are delivered (properly packed and marked in exact 
accordance with instructions) alongside steamer or lighter or on 
receiving pier of steamship company at the United States 





Vol. XXXVI. Nas 
"TB svgust 8, 
F. O. B. (Free on Board) point of shipment means that the 
seller delivers the goods (properly packed and marked in @ 
accordance with instructions) on board railroad cars or railroai 
receiving platform at point of origin. 
C. I. F. (Cost, Insurance, and Freight) foreign Port, mean 


Credit Department 











Treasury Departrent 


Terms 
Funds 

Docunents 

Drafts 

Banking arrangements 








Production Departivent 


Manufecturing 


Emergency Departmen 









Special desicns 
Plans 
Modifications 











arransements 
Space arrangements 
Book ings 
Pernits 
Routes 
Shipping Papers 
Insurance 





that the seller must make freight contract and pay freight . 
charges sufficient to carry goods to agreed destination; take out 
and pay for necessary marine insurance, also war risk insurance 
where necessary; and be responsible for loss and for damage & Me 
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a Trucking — Distributing | | JACKSONVILLE, FLA. 

mean Forwarding WIESENFELD WAREHOUSE COMPANY 
LARGEST HANDLERS OF General merchandise storage and distribution. 
CARLOADS IN MICHIGAN Prompt and intelligent service. 





References: Any jobber, banker or transportation man in the city. 
DEEP WATER AND RAIL CONNECTIONS 


524 Eighth St. DETROIT 


EM MERIDITH CO. 


Warehouse 

@ DISTRIBUTORS 
72 Mdse. cars loaded 
every 24 hours for shipment 

over 716 different routes~ 


R.R.SIOING — SHORT HAUL TO ALL DEPOTS 


WE STORE AND DISTRIBUTE CHICAGO 


For the Great Calumet District 


General Merchandise, Furniture | |MiIMWAYTITA GLI} TRANSFER C0. 


and Cold Storage 1020 South Canal St., near Taylor St. 


The Great Lakes Warehouse Corp. Teaming of Every Description—-City Delivery Service 
Teephone Hammond 3780 HAMMOND, INDIANA and Carload Distributors 


DENVER, COLORADO 











[ 






“Thru SERVICE We Grow” 
GENERAL MERCHANDISE STORAGE and DISTRIBUTION 
Warehouses in All Parts of the City with R. R. Siding 


HORN’S COMMERCIAL WAREHOUSES, tne. 


DETROIT 






















































nt THE TERMINAL WAREHOUSES OF ST. JOSEPH, Inc. 
Kennicott-Patterson Transfer Co. ST. JOSEPH, MISSOURI 
STORAGE AND DISTRIBUTION OF GEOGRAPHICALLY a] ™ 
Merchandise and Household Goods a ots 
Serving many large National Distributors. Write us for information and rates DISTINCTIVE WAREHOUSE ~ > 
1700 Sixteenth Street, DENVER, COLORADO AND FORWARDING 
SERVICE 
a ALBANY, HY. | 
WARNER W AREHOUSE CO. Albany is the natural distributing point for New 
e eth A York and New England. Splendid warehouse 
Merchandise Storage and Distribution facilities for every need. Direct track connec- 
New York Central Siding—Free Switching—Pool Car tions with all railroads running into Albany. 
av Distribution—Negotiable Warehouse Receipts Issued. . . 
Members: American Warehousemen’s Ass'n | Albany Terminal & Security Warehouse Co., Inc 
Merchandise Storage and Pool Car Kedney Warehouse Co 
Sutteec Distribution «co» y ; 
CNCAGO. EL. KANSAS CITY, 280 Minneapolis—-St. Paul Grand Forks, N. D. 
: : : Members A. W. A.—N. F. W. A.—Minn. W. A. 
"Bind The Traffic World AMARILLO, TEXAS 
Amarillo Warehouse, Storage and Ice Company 
iin Gen 6 olume (26 Numbers : 
Grade Bucram fe coreg nm dm gaa Bonded Fireproof Warehouse 
Srik> Guat athe bade” MERCHANDISE 
we hte Book Shop Bindery STORED, TRANSFERRED, DISTRIBUTED AND FORWARDED 
~~ wont Sues Gieses ne asia oth SUleudtiamestiadieme = 
— Pool Car Distribution 
Railroad Sidings—Motor Truck Delivery—Freight Bills Audited 
on 4 lutual Transportation Co., Inc. 
fies Main Office: 121-123 North Front Street 


Weolicit your inquiries on L. C. L.—S. C. ank P. C. Shipments 


STORE DOOR DELIVERIES BUVLOS SETTER BUSINESS 


Wenbers Philadelphia Chamber of Commerce MERCANTILE WAREHOUSING AND DISTRIBUTING 


nsurance 
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until goods have been delivered alongside the ship and clean 
ocean bill of lading and insurance policy have been delivered 
to the buyer or his agent. 

Packing 

Shipments for export to South America are unavoidably 
subjected to frequent and rough handling and, when improperly 
packed, will, as a consequence, arrive at destination in bad 
condition. 

The terms “unavoidably subjected to frequent and rough 
handling,” are used advisedly, because of the fact that discharg- 
ing of material from the steamers takes place in the open sea, 
where both the lighters receiving cargo and the steamer dis- 
charging are continually pitching and rolling. There are no 
protected harbors where discharging can be accomplished at the 
Port of Antofagasta. It is important, therefore, that the packing 
instructions laid down be rigidly adhered to. 

In case of loss or damage due to improper packing, it falls 
on the shipper, as the steamship companies disclaim responsi- 
bility under the bill-of-lading clause, “not responsible for break- 
age,” basing this on the claim that the goods were not in proper 
shipping condition when received by them. 

Although the material is covered by insurance, this does not 
mean that the owner will always be reimbursed for any loss or 
breakage, as the underwriters have representatives at the ports 
of discharge who refuse to pay claims on any losses because 
of what they and other witnesses consider improper and faulty 
packing. Therefore, it devolves on the shipper who seeks export 
trade to see that all material is packed in the proper manner 
in order that losses through breakage and similar causes may be 
reduced to a minimum. 

It is also of importance for the supplier to see that the 
material is properly packed, as the company for which shipment 
is made will insist on reimbursement for any loss or damage 
incurred through improper packing. 

Should shipment arrive at port of exit and it is readily 
apparent that the packing is not sufficiently strong to withstand 
ocean shipment, goods will have to be repacked, the buyer billing 
the supplier for the cost. 

As all these goods require ocean transportation with usually 
six to eight trans-shipments or rehandlings in transit, it is im- 
portant that the most intelligent care and best possible methods 
should be used in packing. 

No specific rule can be laid down that will apply to every 
kind of material, but, generally, and according to the character 
of the goods, “all merchandise must be protected by substantial 
boxing and must be securely packed therein.” 

While all packing should be as light in weight as possible 
to minimize the ocean freight and duty charges, the paramount 
consideration must always be safe handling. 

Brittle pine boxes and outside crates of half-inch boards 
are worthless and must never be used. Preferably, inch stuff of 
good tough wood should always be used for outside boxes or 
crates, and each case or crate must be firmly bound with strong 
iron (not merely strips of tin) and thoroughly reinforced, so 
that boards cannot be easily removed and so that the boxes or 
crates will not burst when dropped at certain angles. 

Miscellaneous merchandise should be packed in medium 
sized cases, say 3x3x2 feet, when the goods are not too heavy. 
Small boxed goods such as starch, foods, and similar com- 
modities should be securely crated in packages about the same 
size. Such cases or packages should not exceed 150 pounds 
in weight. 

Machinery, hardware, and similar bulky or heavy freights, 
of course, require somewhat different methods of packing, but 
the same principles of protection apply to them. To minimize 
breakage and loss, particular attention must be given to the 
packing to see that all cases, bundles, crates, barrels, kegs, 
and other containers are strong enough and sufficiently fastened 
to carry to destination despite the roughest handling to which 
freight is subjected. 

Cases, crates, or packages containing machinery or parts 
should be as small and light as possible consistent with the 
nature of the material. All parts should be packed snugly in the 
case or crate, as the least movement of the goods within the 
container may result in serious damage. Pieces of irregular 
form should be braced at every curve and angle and the box 
itself reinforced, inside and out, so as to withstand the shock 
of falling. Machinery, whether in crates or boxes, should be 
sufficiently protected by vaseline or similar substance to prevent 
rust, if exposed to moisture. 

Goods such as wearing apparel, tobacco, stationery, drugs, 
and other materials easily damaged by salt water, in addition 
to being packed in manner specified, should be protected by 
lining the case with heavy waterproof paper or tin. 


Hardware, nails, bolts, and like articles, because of their 
weight, should be packed in as small compass as possible 
and in extra strong cases or galvanized kegs, reinforced at ends 
and circumference with additional iron hoops or beads. 


Space not occupied by the goods themselves must be 
thoroughly braced. This is not merely a question of bracing the 
contents of the case from shifting about within, but the packing 
boxes or other containers must be braced, because weak spaces 
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in the packing cases are likely to give way when crush 
other and heavier pieces or when falling on their ends, ig 
properly braced within. he | 
Another urgent reason for strong packing in all caseg jg th 
frequent pilfering of goods in transit. Cases whose Marks 
not reveal their contents are much more likely to be immu, 
than those bearing on the cover or packing a description of 
wares inside. Descriptive marking should, therefore, be avoid 
Marking Foreign Shipments 
All markings must be done with stencil. Chilean Custom 
laws specify that marking must not be done with a brush. 
Letters and figures should be as large as the size of the 
package will permit, up to two or two and one-half inches jy 
height. 
The marking on each separate box, crate, bundle or Diece 
should be as follows: 
Name of Consignee 
Be INET a sine 600: «orn os are into: ole, « 6, © 00,0: 0'y: 0 
Requisition Number 
Order Number 


Gross Kilos 
Number 


coe rece erererereserrereeesesesesooens 


terees 


Cocco rerseccrcerecrecrisevececbuns 
ee i oe 
ee ee 


CoCo reer reese rrererereeererersereseeesseceoes 


In space marked “Gross Kilos” the exact gross weight of the 
package in: kilos must be stencilled. 

(a) Place marks on two sides of package. 

(b) See that all old marks are obliterated. 

(c) Use black waterproof marking or stencil paint. 


(d) Place no marking on packages to indicate kind of goods 
contained therein. 


Export Shipping Papers 


Five bills (on voucher forms) and five packing lists for each 
shipment should be made, giving all items of information calle 
for on the printed forms. 

Send the original and duplicate bills, with the original ani 
duplicate packing lists, together with the original railroad bill. 
of-lading or express receipt, by United States mail, on the day 
goods are shipped, to the traffic manager of the corporation, 

On the same day also send three copies of bill and three 
copies of packing list, together with memorandum copy of rail 
road bill-of-lading or express receipt, to the forwarding agent 
named in shipping instructions, sent on receipt of pro forma 
letter that accompanies the order, requesting the supplier to fill 
in such information as will enable the shipper to proceed with 
the forwarding instructions. 

The prompt mailing of invoices, packing lists, and other 
documents, as requested, is important in order to avoid any 
delay in clearing the shipment through the port of exit. 

It is necessary that the packing lists be made out correctly 
and in complete detail with all information called for on the 
blank. 

Be particular to see that all marks, numbers, and gross 
weights in kilos on packing lists agree exactly with the marks, 
numbers and gross weights in kilos on the packages. 

The Chilean Custom officials allow a variation of only one 
half of one per cent in weight, and any excess is subject to fine. 
It is important, therefore, that great care be exercised in stating 
the exact net and gross weights. 

If there is more than one item of merchandise yacked in 4 
package, make separate entry of each item and show net weight 
of each item on the packing list. 

In filling out packing lists, the merchandise must be de 
scribed in specific and not in general terms. 

Such designations as “provisions,” “groceries,” “canned 
goods,” “hardware,” “machinery,” or any other gereral term 
should not be used, as such general description will inot satisfy 
the collectors of customs, who require descriptions specifying 
the kinds, quantities and values of the merchandise. 

Give the name of every article, using the trade term. 

An illustration of principal forms of export price quotations 
is shown herewith. An export shipment of 2,000 tons of steel 
from an American exporter to a buyer in Paris would involve 
the following items: 


2,000 tons. Steel—Pittsburgh, Penna., to Paris, France, 


Via New York, N. Y., and La Havre, France 


Item— 0.00 
1 Cost—2,000 tons at $50.00 per ton.........cceccescees $100,000 
2 Packing for export at $1.00 per tom..........-eeeeeeee eter 
SB LoGdine sichiSG-per Won. ws ccs icsn wxswwde deawee 1,000. 
4 Freight—Pittsburgh, Pa., to New York City at $3.00 0 
NN a are I easing tacnagt i) oacea oi overated oar 6,000.8 
& Stevedoring ate $.60. Ber tom, co.cc ss decd debs cvcccte ae 1,000. 
6 Ocean freight at $4.00 per ton (Charter Rates).....-- 8,000 
lL eee aaa ee eee rH 
8 Stevedoring at La Havre, France.........seeeeeeee: 300. 
9 Freight—La Havre to Paris at $.10 per cwt. or $2.00 A 
i gh MEET ENR EE eeterintrarie ee 2,000.0 
Thus the various quotations would be as follows: 
I. F. O. B. cars Paris (composed of 1 to 9 in- 
GIUOMING e606 cces's ’ aes - eee pis — san beeen $120,800.00 
II. F. O. B. vessel New York City (composed of items 0.00 
2,3, ond Bh i5 2.0 855.2464 Cobb ok boos. eee 110,000. 


Ill. F. O. B. cars Pittsburgh, Pa. (composed of items 0.00 
L, 3 GMO. FS. eee eek IK es eeeee 103,000. 
IV. F. A. 8S. 8S. vessel New York City (composed of items 00.00 
Se Oe lira st cere er eainze eeeaeies ere 108,000. 

Vv. G. £. ©. 


La Havre, France (composed of items 
i, 2, 3, 4, 5, 6 and 7) 118,600.00 


. 
ee 
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ARE YOU SEEKING NEW QUARTERS 
IN) CHICAGO? 
po YOU NEED A SWITCHTRACK ? 


Many AstuteBusiness Men Waste WeeksinFruitless Search and Never Find What They Want 


WE CAN SAVE YOU TIME 
We Know Every Building on Switchtrack in Chicago 
We Can Tell You Just What Buildings Are in Line With Your Requirements 


FLOOR LOADS—INSURANCE RATES—SHIPPING FACILITIES 


Louis B. Beardslee & Co. 


THE NEW NICOLLET HOTEL 


MINNEAPOLIS 


The Northwest’s finest hotel. 600 Rooms with bath or 
connecting. Every room an outsideroom. Largest and 
finest ballroom in Northwest. 


Every facility for luncheons, banquets and meetings, 
from the small meeting up to 1500 capacity. 


59 Rooms at $2.00 257 Rooms at $3.50 

68 Rooms at $2.50} RATES ; 41 Rooms at $4.00 

84 Rooms at $3.00 38 Rooms at $5.00 
Suites and Special Rooms at $6.00 to $9.00 


MAIN DINING ROOM—COFFEE SHOP 
MUSIC and DANCING by the FAMOUS Osborn Orchestra 
3 Blocks from both Depots, Retail Center and Wholesale Center 

Under Management Geo. L. Crocker 


DENVER, COLORADO 





















160 N. La Salle St., CHICAGO State 8323 
Specialists in Switchtrack and Dock Properties 


YOUR TARIFFS—tik tuts? 
Not unless UGIOMAIIC 





















filed in 






TARIFF FILES 


Catalog and Special Bulletins 


HOW TO FILE TARIFFS 


tell you all about improved 
methods you can not afford to 
be without. : 

Write Department T for in- 
formation and factory prices. 

Established 1901 

THE AUTOMATIC FILE & INDEX CO. 
E. 10th St., Green Bay, Wis. 
Chicago Branch: go So. Wells St. 


THE DINKLER HOTELS 


+ 2 ate PIEDMONT TUTWILER Carling L. Dinkler 
jen! 
























































FIREPROOF WAREHOUSES ON TRACK 
Free Switching to Warehouse. We specialize in the DISTRIBUTION of 
local and pool car shipments. Insurance rate 15c. Negotiable Warehouse 
Receipts Issued. The Weicker Transfer & Storage Company. 












1,500,000 SQUARE FEET 


OF 


V.P.& Gen. Mgr Modern Fireproof Warehouse Space in Los Angeles and at the Port 
of Los Angeles 
Free and U. 8S. Customs Bonded Storage 
Insurance Rate 18 Cents 


Storage — Forwarding — Distribution — Cartage 


Space Leased for Private Warehouse, Office and Display 








Desk Space with Desk and Office Service Rented 
Cetton Pressed to High Density 
We can serve you in some capacity and would suggest that you 
complete your file by requesting the rates for our specialized service. 
Union Terminal Warehouse Corporation 


Shattuck & Nimmo Warehouse Company 


UNION TERMINAL WAREHOUSE COMPANY 
Los Angeles, California 


Your Customers Know 
EDGAR’S 
Fireproof Const. Warehouses 





Lafayette Ave., Cor. i2th St., M. C. and 
Gc P. R. R 


Alfred and Dequindre Sts., G. T. R. R. 
ove and {2th Sts., M. C. and C, P. 


Clay and Dequindre Sts., M. C., G. T. 
and C. P. R. R. 

Campbell Ave. and Union Belt Ry., 
Wabash and P. M. R. R. 

Division and Dequindre on G. T. R. R. 
poet of 8th St., River, M. C. and C. P. 


Economical Automobile 


Truck Service 


Negotiable Warehouse Receipts 
Issued 


? ¢ b = 
con 8 ff ON = 


MERCHANDISE WAREHOUSES == fists Zu sem 


For reliable warehousing and distribution 
service in all its branches, write or wire 


WESTERN 


WAREHOUSING COMPANY 
Polk St. Terminal, Pennsylvania R. R. System 


321 West Polk St., CHICAGO 
“At the the Edge of Loop” | WILSON V. LITTLE, Sept. 


Field Warehousing 








Make this Mammoth Plant 


Your Chicago Warehouse 


Downtown, readily accessible to 
your Chicago trade. Superior 
facilities for prompt out-of-town 
shipments without cartage 


BETTER INVESTIGATE 
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Shipping Decisions 
Cases Recently Decided by State and Federal Courts 


| 
(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. | 


Copyright by West Publishing Co.) 


Judgment Finding Want of Due Diligence Not Conclusive: 

(District Court, N. D., California, S. D.) There is a differ- 
ence in the maritime law between failure of an owner to exercise 
due diligence to make his ship seaworthy, which requires him 
to see that those employed by him for the purpose exercise due 
diligence, and his actual fault and privity in her unseaworthi- 
ness, of which he is not chargeable if he employs competent men, 
and judgment finding want of due diligence is not conclusive in 
action on insurance policy of actual fault and privity George 
A. Moore & Co. vs. Eagle Star & British Dominion Ins. Co., 
Limited, et al. The C. S. Holmes, 5 Fed. (2d) 358. 

Marine Policy Insuring Against Liability for Loss or Damage to 

Cargo Held Not to Imply Warranty of Seaworthiness: 

A policy, insuring a shipowner in respect to any liability 
incurred for “loss or damage to any goods which may arise 
from any cause whatever,” does not imply a warranty of sea- 
worthiness of the ship, which would practically make such pro- 
vision ineffective.—Ibid. 

Where Insurance Was Effected Before Loss, Policy Is Effective, 

Though Not Issued Until After Loss: 

Where a contract. of insurance was made, and the insured 
was notified that the insurance was effected before a loss, the 
policy is effective, though not issued until after the loss, and 
the insured was under no duty to notify the insurer of the loss 
before issuance of the policy.—Ibid. 


| . 
| Loss and Damage Decisions | 
| Cases Recently Decided by State and Federal Courts ( 


| (Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Ht Copyright by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 


Facts Held to Show Complete Delivery of Shipment by Carrier 
Without Surrender of Bill of Lading, Rendering Carrier 
Liable for Conversion: 

(Supreme Court of Michigan.) Where carrier, pursuant to 
custom, placed car of lumber on private siding, owned and ex- 
clusively used by purchaser, thus relinquishing all dominion over 
shipment, and placing it in possession and exclusive control of 
purchaser, held that it constituted a complete delivery, and 
where it was made without bill of lading being surrendered it 
constituted a conversion.—Ward et al. vs. Pere Marquette Ry. 
Co., 204 Northwestern Rep. 120. 

Person Suing Under Federal Statutes to Recover for Wheat Lost 
in Shipment for Export Must Show that Shipment Was In- 
tended to Be Transported to Adjacent Foreign Country: 
(Supreme Court of Kansas.) For a person to recover under 

section 8604a, U. S. Comp. St., and U. S. Comp. St. Ann. Supp. 

1923, for wheat lost in shipment for export, he must show that 

the shipment was intended to be transported to an adjacent for- 

eign country.—Barber et al. vs. Missouri Pac. R. Co., 236 Pacific 

Rep. 859. 

Where Plaintiff Suing to Recover in Excess of $100 on Appeal 
Adopts New Cause of Action by Which He Attempts to 
Recover Less than $100, Supreme Court Cannot Consider 
Substituted Action: 

Where a plaintiff sues to recover an amount in excess of 
$100, is defeated, appeals to the Supreme Court, fails in his 
effort to secure a reversal of the entire judgment, and then, by 
a change in the basis on which he hopes to recover, in effect 
abandons his cause of action as tried in the district court, and 
adopts a new one, by which he attempts to recover less than 
$100, this court cannot consider the substituted action, because 
its jurisdiction in actions for the recovery of money is limited 
by section 60-3303 of the Revised Statutes to those actions in 
which $100 or more is involved.—lIbid. 

Parties Suing Under Federal Statute for Loss of Wheat in Ship- 
ment Cannot Recover Under State Statute: 

Parties, suing for loss of wheat in shipment, under section 
8604a, U. S. Comp. St. and U. S. Comp. St. Ann. Supp. 1923, and 
trying action under such statute, may not on appeal claim re- 
covery under R. S. 66-304, relating to recovery for loss or damage 
to property in shipment.—lIbid. 


CARRIAGE OF LIVE STOCK 


Contract Imposes Duty to Transport Cattle to Destination in 
Safe Condition in Reasonable Time: 
(Supreme Court of Oklahoma.) A shipper’s contract for the 
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carriage of cattle to market imposes the duty upon the railwa 

to transport the cattle to their destination, in a safe condition 

within a reasonable period of time.—St. Louis & S. F, Ry, q 

vs. May, 236 Pac. Rep. 888. ‘ 

Elements in Determining Reasonable Time Within Which Rail. 
road Should Move Cattle to Market Stated: 

The number of cattle constituting the particular shipment, 
the general movement of cattle from the territory in which the 
shipment originates, the general movement of cattle over the 
carrier’s line to market, the volume of traffic moving over the 
line, the available equipment for the movement of the freight, 
and the extent of railway equipment ordinarily required to trans. 
port the general traffic, are elements which enter into the ques. 
tion of determining the reasonable period of time which the 
railway should require to move some particular shipment of 
cattle to market.—lIbid. 

When Shipper Makes Prima Facie Case of Delay Stated: 

The shipper makes out a prima facie case of negligence ty 
go to the jury when he makes a showing that the cattle did 
not reach the market in a reasonably sound condition, withip 
that period of time ordinarily required by the carrier to trang. 
port such a shipment to its destination.—Ibid. 

On Shipper’s Establishing Prima Facie Case of Delay, Burden 
Shifts to Carrier to Show that Cattle Moved on Schedule to 
Market Within Reasonable Time: 

Thereupon the burden shifts to the defendant to show that 
the cattle moved upon a schedule to the market within a reason. 
able length of time, under all of the conditions and circun. 
stances, applying to the movement of the shipment.—Ibid. 
Evidence of Delay in Shipping Cattle Held Sufficient to Support 

Verdict for Shipper: . 

Record examined; held, to support judgment in favor of the 
plaintiff.—Ibid. 









Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter 


System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 








REGULATION OF COMMON CARRIERS 


Certificate of Necessity to Operate Motor Vehicles in Interstate 
Commerce Cannot Be Withheld on Ground Public Is Ade 
quately Served: 

(Supreme Court of Rhode Island.) Certificate of public con- 
venience and necessity to operate public service motor vehicle 
cannot be withheld, under Gen. Laws 1923, sec. 3724, from one 
whose bus was registered and whose drivers were licensed as 
provided by sections 1427-1464, and who is about to engage in 
interstate commerce, on ground that public is being adequately 
served over proposed route, as state cannot regulate competi- 
tion in interstate commerce, in view of Const. U. S., Art. 1, sec. 
8.—Newport Electric Corporation vs. Oakley, 129 Atl. Rep. 613. 
Certificate of Necessity to Operate Motor Vehicles in Interstate 

Commerce Cannot Be Withheld Because Applicant Is Not 

Resident of State: : 

Under Const. U. S., art. 1, sec. 8, certificate of public con 
venience and necessity to operate public service motor vehicles 
cannot be withheld from one about to engage in interstate com- 
merce, on ground that he is not resident of state, as required by 
Gen. Laws, 1923, sec. 3724, state statute affecting interstate com 
merce, which discriminates against citizens of other states being 
void.—Ibid. 


Non-Action of Congress Does Not Warrant State Regulation of 

Interstate Operation of Motor Vehicles: 

As operation of public service motor vehicles in interstate 
commerce admits of and requires uniform regulation, it is & 
clusively within national domain, and non-action by Congress does 
not warrant regulation by state, but merely indicates congres 
sional will that such commerce shall be free and untrammeled.— 
Ibid. 


Act Regulating Operation of Motor Vehicles Held Applicable to 
Both Interstate and Intrastate Commerce: 

Gen. Laws 1923, secs. 3722-3735, regulating operation of pub- 
lic service motor vehicles, held applicable to all public service 
transportation by such vehicles over state highways, whether in 
interstate or intrastate commerce, especially in view of section 
3733.—Ibid. 

Specification of Routes of Motor Vehicles in Interstate = 
merce, Number of Passengers, and Service Rendered, N° 
Prohibited by Commerce Clause: h blic 
Provisions of Gen. Laws 1923, sec. 3724, authorizing Pu 

Utilities Commission to specify routes of motor vehicles engag 4 

in interstate commerce, number of passengers, and service = 

dered, are regulations not prohibited by Const. U. S., art. 1, § r 

8, if reasonably exercised for public safety and order and ved 

servation of highways, without unnecessarily restraining in 

state commerce, uniform regulations, reasonably necessary 
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yuthern Steamship Company 


OPERATING FAST FREIGHT SERVICE 
BETWEEN 


Philadelphia, Pa., and Houston, Tex. 





















SAILINGS: 


FROM PHILADELPHIA EVERY WEDNESDAY 
FROM HOUSTON......... EVERY TUESDAY 


low Rates Quick Dispatch Thru Package Cars 




























GENERAL OFFICES: 
321 Commercial Trust Bldg., | PHILADELPHIA, PA. 
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PANAMA MAILS. 58. CO. 


Fast Freight and Passenger Service 


Scheduled sailings via Panama Canal 


From—SAN FRANCISCO AND LOS ANGELES 


To —HAVANA AND NEW YORK 
EASTBOUND SAILINGS 
From San Francisco From Los Angeles 
VENEZUELA ........2-200- August August 
fo PIP ccccccccoce September 24 September 26 
- COLOMBIA..............- October 15 October 17 


Balboa and Cristobal (Panama). 


10 Hanover Sq., New York, N.Y. 


MERCHANTS WAREHOUSE COMPANY 


Trans Shipment at Panama for South American and European Ports. 


OFFICES 
2 Pine Street, San Francisco, Cal 


Merchandise and New Automobile Storage 
LOW INSURANCE RATES 
Write Us for Information and Rates 


POOL CAR DISTRIBUTION 
South Front, Florida and Georgia Sts. 
































00 TERMINAL WAREHOUSE 


Storage and Distribution of 


MERCHANDISE 


Without Cartage Charges 
Write to Us and Learn About 


‘THE ECONOMICAL WAY” 


tHotels 


MADISON and LENOX 
DETROIT 





own, offer a 


tions of reat 
Hons of gh at 

reason- 
able vates eon 


MADISON AVE. NEAR 
GRAND CIRCUS PARK 









MEMPHIS, TENN. 


MEMBER—AMERICAN WAREHOUSEMEN’S ASSN. 














heart of Chicago. 


from 


'Leino\> 


or ST 


MAP OF 


ILLINOIS 


Also regular sailings for Mazatlan, Manzanillo, Acapulco, 
Champerico, San Jose de Guatemala, Acajutla, La Libertad, 
La Union, Corinto, Amapala, Puntarenas, San Juan del Sur and 


606 Central 'Bidg., Los Angeles, Cal. 


CHICAGO, ILL. 


Location—Geographically 
Ground floor 
space for lease in large or small 
blocks to desirable tenants. 


Fire-Proof—40 Car Siding— 
Free Switching 


WITHIN the white area 
DECATUR, ILLINOIS, 
Delivers L.C.L. Freight at less 
cost oe CHICAGO 


wes over 7O DAILY out- 

bound merchandise cars, 
DECATUR, ILLINOIS, serves 
in Illinois over 300 towns. 


STORAGE AND DISTRIBUTION 
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such purpose being within state’s police powers, and enforceable, 

at least in absence of national legislation, against those engaged 

in interstate as well as intrastate commerce.—Ibid. : 

Preliminary Injunction Against Operation of Motor Vehicle in 
Interstate Commerce Until Compilance with Valid Local 
Regulations Continued: 

As Gen. Laws 1923, secs. 3722-3735, applies to public service 
motor vehicles in interstate commerce, and provisions of section 
3724, authorizing Public Utilities Commission to specify routes, 
number of passengers, and service rendered, are valid, prelimi- 
nary injunction against operation of motor vehicle until com- 
pliance with valid provisions must be continued, though provi- 
sions requiring certificate of public convenience and necessity and 
prohibiting issuance thereof to non-residents of state are void, 
under Const. U. S., art. 1, sec. 8, as restraining interstate com- 
merce.—Ibid. 

Carrier Held Justified Under Facts in Collecting from Consignee 
Freight and Demurrage Charges After Reshipment: 
(Supreme Court of Ohio.) Where coal, consigned to named 

consignee at T, for lake and export shipment, after its arrival 

at T, came under control of consignee, on reconsignment by 
consignee and shipment for port designated, carrier was war- 
ranted in collecting from consignee freight and demurrage 

charges thereon.—Pennsylvania R. Co. vs. Rice Coal Co., 148 

N. E. Rep. 349. 

Judgment of Trial Court Modified and Affirmed: 

(Supreme Court of Kansas.) In an action for statutory dam- 
ages. for delay in furnishing cars ordered by plaintiff for the 
shipment of wheat, it is held (a) that the evidence and the 
jury’s special finding disclose that the defendant did not have 
sufficient freight cars to supply the demand; (b) that the order 
of the Public Utilities Commission governing the furnishing and 
distribution of cars was applicable; (c) that one of plaintiff’s 
orders for a car for the shipment of wheat sufficiently conformed 
to the rule promulgated by the Public Utilities Commission gov- 
erning the same; (d) that the evidence was sufficient to prove 
that, at the time the order was given, plaintiff had a carload of 
wheat on hand at the place where it was to be shipped; (e) that 
the car shortage was not so acute as to excuse the long and 
discriminating delay to which plaintiff was subjected; (f) and 
that plaintiff was entitled to recover on the count based on de- 
fendant’s unreasonable delay in filing the first order for a car, 
but held, also, that the order for the second car failed to con- 
form to the pertinent rule of the Public Utilities Commission, 
and no recovery can be had thereon.—Stratton vs. Atchison, T. 
& S. F. Ry. Co., 236 Pac. Rep. 831. 

Evidence and Special Finding Held to Show that Railroad. Com- 
pany Did Not Have Sufficient Freight Cars to Supply 
Demand: 

In action under Rev. St. 66-201 et seq., for delay in furnish- 
ing cars to shipper, evidence and special finding of jury, “We 
do not know,” held to show that railroad company did not have 
sufficient cars to supply demand, the finding being equivalent to 
“No.”— Ibid. 

Order of Public Utilities Commission Governing Furnishing and 
Distribution of Cars Held Applicable to Furnishing Cars for 
Wheat: 

In action by shipper under Rev. St. 66-201 et seq., for delay 
in furnishing cars in which to ship wheat, in view of 66-115, 
66-116, 66-138, 66-139, 66-140, order of Public Utilities Commis- 
sion as to duty of railroad companies to furnish cars, in pursu- 
ance of 66-205, was applicable and had the force and effect of 
a statute.—Ibid. 

Order by Shipper for Car for Shipment of Wheat Held to Suffi- 
ciently Comply with Rule of Public Utilities Commission: 
Application for cars in which to ship wheat, specifying ca- 

pacity of from 60,000 to 80,000 pounds, and asking for it by cer- 

tain date, sufficiently complied with rule of Public Utilities 

Commission, in pursuance of Rev. St. 66-205, requiring written 

order for cars to state date, number and kind of cars wanted, 

destination, date wanted to load, quantity of each kind of grain 
on hand and conveniently located for prompt loading, and name 
of shipper.—Ibid. 

Evidence Held Sufficient to Prove that Shipper, at Time of Giv- 
ing Order, Had Carload of Wheat on Hand at Place to Which 
It Was to Be Shipped: 

In action by shipper against railroad under Rev. St. 66-201 
et seq., for delay in furnishing cars, evidence held sufficient to 
prove that, at time order for car was given, plaintiff had carload 
of wheat on hand at place from which it was to be shipped.— 
Ibid. 


Car Shortage Held Not to Excuse Delay of 36 Days in Furnishing 
Car: 

Delay of 36 days in filling order for car to be used in ship- 
ping wheat was not excused by car shortage, where the shippers 
in near-by towns were served more promptly.—Ibid. 

Railroad Company Not Liable for Delay in Furnishing Car, Order 
for Which Did Not Comply with Rule of Public Utilities 
Commission: 

Order for car to be used in shipping wheat, which asked for 
car of any capacity to be sent immediately, to be shipped to 
either of two places, did not sufficiently comply with rule of 


THE TRAFFIC WORLD 


Vol. XXXVI, No, A 


Public Utilities Commission, pursuant to Rev. St. 66-205, requir. 
ing such application to state date of order, number and kind of 
cars wanted, destination, date wanted to load, quantity of each 
kind of grain on hand and conveniently located for Prompt load. 
ing, and name of shipper, so as to make railroad company liable 
under 66-201 et seq. for delay in supplying car.—Ibid. 


CANADIAN OPERATING REVENUE 


The statements of earnings and expenses of Canada’s two 
main railways for June 1, 1925, shows another decline in monthly 
net on the part of the Canadian Pacific and an improvement in 
Canadian National operations. Gross earnings of the ©, PR 
show the usual mid-summer increase over May figures, but they 
were over three-quarters of a million dollars below those of the 
corresponding month last year. Gross was $1,670,986 lower than 
June, 1924, but operating expenses showed a reduction gf 
$795,787. 

Operating revenue of the Canadian National showed a de 
crease of $1,473,405 as compared with June, 1924, but this Was 
more than offset by a reduction of nearly two million dollars jp 
expenses, with the result that the operating deficit was reduced 


by $494,007, or 35.3 per cent. Detailed figures for the two Sys: 
tems were as follows: : 


CANADIAN PACIFIC 
June 


1925 1924 
BALL LL LLL LALA, IE AA $13,464,647 $15,135,633 
WGI CROMEOE Ccccccc cca c eco ree Ce setee 11,880,196 12,675,983 
EE EL Ge | eee ee 1,584,450 2,453,009 


CANADIAN NATIONAL 


IN NIE a Gee. a: over rata: ayar'o' aya ow are areraere $18,204,662 $19,678,067 
eee ee 18,637,038 20,604,450 
Operating deficits ......ccceeceesceves 432,376 926,383 


CLASSIFICATION OF LAMPS 


The Board of Railway Commissioners of Canada has refused 
the application of the Dalyte Electric Company, of Guelph, Ont, 
for a reduction in L. C. L. classification on electric lamps. Such 
goods are rated double first class in L. C. L. under Canadian 
Freight Classification rating, which has been in existence since 
1896. The rating asked for was the American classification of 
one and one-half times first class L. C. L. The judgment of 
Assistant Chief Commissioner McLean notes that citations of 
rate or classification practice in the United States are not neces- 
sarily conclusive in respect to conditions existing in Canada, 
unless the conditions are on all fours. ‘While there is this dif 
ference on L. C. L.,” he says, “the Official and Western classif- 
cation territories have carload ratings of first class, while, under 
the proposed classification No. 17, second class is provided for 
in Canada. It is not understood that there is any allegation that 
the difference between the L. C. L. ratings in Canada and the 
United States is detrimental to Canada in that it enables an 
American product to compete more effectively in Canada, Amer- 
ican competition is not serious.” 

Applicants contended that there was increased strength of 
lamps, improvements in packing methods, and reduction in value. 
The judgment did not find much to consider in any of the cot 
tentions advanced by applicants nor in the contention of the 
Canadian Freight Association that the change asked for would, 
if made, be very slight. “If a rate or rating is unreasonable in 
itself, then the questions of the incidence of the reduction is 
not a conclusive answer,” said Commissioner McLean. The 
judgment was based on the facts that arguments advanced by the 
applicant did not justify any change and that various other 
manufacturers who would be expected to have appeared if 
detrimentally affected did not do so. 


CANADIAN TRAFFIC REPORT 


The traffic report of railways of Canada for May, 1925, is 
as follows: 


COMPARATIVE SUMMARY TOTAL FREIGHT LOADED AND RE- 
CEIVED FROM CONNECTIONS. 








May, 1925, May, 1924, April, 19% 
Provinces. Tons. ons. To mn 
Prince Edward Island.............- 10,538 9,707 161.288 
ee ae ae eee 172,271 541,439 950,821 
WOW TTORBWICK oo cec cts ee cccceceees 223,042 204,175 192.613 
SCT er ee eee 1,335,500 1,381,659 ¥33944 
See eee ied “ge tren tee 3,589,064 3,547,p51 a0 
MiAitotiae 262 LISS. GAEL ES csicicccewee 08,266 304,306 eens 
PEON 6k ce s.cce Vee sevesiewee 267,253 629,602 389 250 
EE 8 Foci accra tu oleccenyorews 351,021 566,625 ane 16 
British Columbia ............ee00% 432,839 378,44 <i 
Total for Canada...........+005 6,689,794 7,563,508 6 401,20 
Products. 981,208 
I ns eee 1,218,720 1,922,230 eat 
Animal 252,521 287,891 187) 
\ a. “Renn 1,999,032 2,255,765 1996.68 
Forest 1,101,496 1,121,378 9" 056,464 
Manufactures and miscellaneous... 2,118,025 1,976,244 —- 
a TT 259 

Grand toully.....<siie-<...». 6,689,794 7,563,508 _ 6,40! 
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INDIANAPOLIS, IND. || 6 


requir. 
Kind of 
of each 
Pt load. 
Y liable 


a's two 
monthly 
Ment in 
» PR 
mut they 
© Of the 
rer than 
tion of 


SE oe 
Ae —_ 
sox —_— 


SPOT STOCKS 


in our warehouse 
are ready for immediate delivery and 


HELP MAKE SALES 


in this territory. 
MAY WE SERVE YOU ? 


Metropolitan Warehouse Company 


operated in conjunction with 


CALIFORNIA TRUCK COMPANY 
P. O. Box 570, Arcade Station 


LOS ANGELES 


THE DISTRIBUTING CENTER 
of the 
PACIFIC SOUTHWEST 
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1924 
5,135,633 
2,675,983 
2,459,649 


9,678,067 
0,604,450 


926,383 






TRIPP WAREHOUSE COMPANY 


Indianapolis, Ind. 














Merchandise Storage and Distribution 
Prompt and Efficient Handling of Pool Cars 
Centrally Located in Shipping District 
Insurance Rate, 18 cents per $100.00 
Motor Truck Delivery 
Service that Satisfies 
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2 B.R.& P WARE HO 
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GENERAL MERCHANDISE STORAGE 


Distribution 


The only modern Merchandise Warehouse fully 
equipped and centrally located in the 
City of Rochester. 


1926, is 


AND RE- 
A pril, 1925, 
Tons. 
14,803 
161,298 
250,821 
1,192,613 
3,332,440 
321,980 
328,278 
389,250 
409,776 


art 4 WAREHOUSE STOCK within the territory served. saves one Located on private siding of the Buffalo, Rochester 
aa © siz days in deliveries to SOUTHWESTERN TERRITORY & Pittsburgh Railway, enjoying switching at 
imu § “ERCHANDISE STORAGE AND FORWARDING flat Rochester rate with all steam roads. 
"949,262 
asm SPECIALIZING ON POOL CARS 


i DAMS TRANSFER & STORAGE Co, | 3. R. & P. Warehouse, Inc., "°xrys"* 


01.89 
6,401,4° 228-36 WEST FOURTH STREET 


Insurance rate 12 cents per $100.00. 
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AGRICULTURAL PRODUCTS 


Originated —————_———__, 
Received 








-——Total Freight Originated, 


Cumulative Total 














Loaded . from Foreign 
at Sta- Connections Destined to 
tions in Canadian Foreign For To 
: Canada Points — Benth Date 

ommodities Tons Tons ons ons ons 
waco BES ea a) aiind- 0 eo ober sik, d ee 476,977 252 7,381 484,610 2,773,134 
RIS Diaadres haces a. cngd-t aciee sere 16,234 5,227 10,550 32,011 238,665 
ERO ree eee er eer 121,750 2,667 26,281 150,698 810,790 
Se a ee ee 34,397 81 2,076 36,554 287,276 
ea ee ae 2,149 49,644 135,343 
NOC Raeteniegetdes: * 15,988 eS, *cvsus 16,016 74,278 
Other grain 10,669 857 1,692 13,218 68,514 
EE a ears) 107,571 1,573 28,417 137,561 906,728 
Gther mill products............- 71,959 3,077 46,428 121,464 665,841 
OS. ere 42,761 587 5,659 49,007 337,533 
RE GG Bi ESE Sali Rie ae 516 3,701 1,850 6,067 72,049 
alt, CMMBEY oi ac Bidens cates 87 421 1,949 2,457 61,791 
Other fruit (fresh).............. 1,528 20,004 5,873 27,405 102,542 
MINE oie Din ecre-eeeaeeress'a-e boas" «ie 34,189 1,677 6,574 42,440 262,201 
Other fresh vegetables.......... 1,927 9,429 8,078 19,434 117,183 
Other agricultural products..... 7,086 8,379 14,669 30,134 225,849 

i re ee Pan Peete 991,134 57,960 169,626 1,218,720 7,139,717 

ANIMAL PRODUCTS 

ORE hic dole atisile + detcew e's Genes 4,577 184 245 5,006 38,914 
Guitte Gud CRIVES..... <0 cccccccvces 49,401 24 2,678 52,103 244,378 
BNE ce coukssewwnswenemeueew es 897 oe 1,009 1,906 15,772 
RR ns arta a ub eas gece che ee ae Ja ore 2,314 35,706 200,170 
Dressed meats (fresh)........-- 7,066 3,431 29,171 39,668 215,140 
Dressed meats (cured or salted) 7,841 7,255 10,186 25,282 124,403 
Other packing house products... 3,653 8,589 10,256 22,498 128,168 
: een "eae 200 11 5,023 5,234 26,949 
5 ies Pale Ss ee Pe ee 2,852 110 20,541 23,503 79,790 
Eescter’ GWE GHGENO..<.c . cccecesece 5,159 92 14,153 19,404 83,080 
i SER SER eee 187 406 1,758 2,351 12,240 
Hides and leather. «.0<cccccese 4,478 1,689 5,669 11,836 70,493 
Other animal products.......... 3,274 1,193 3,557 8,024 45,301 

GE iced ise tre ve eteates 122,977 22,984 106,560 252,521 1,284,798 

MINE PRODUCTS 

PERTOCIS CORE oc cins cess cp esecs 24,949 373,678 104,967 503,594 2,163,058 
DOMINOES COR) 2 ode er ccecdecs 225,349 405,077 22,557 652,983 4,978,081 
DEE QUE «6.03.00 wsivieerbewiradot 8 Sn SRR We eoaenae 10,851 153,075 
a ee are ner 21,390 49,197 2,328 72,915 449,281 
Be GON cc cccpetemrevcdessconsts 1,298 2,186 112 3,596 9,850 
Other ores and concentrates... 108,130 5,024 3,524 116,678 919,439 
Base bullion and matte......... 5,826 2 4,886 10,738 49,522 
Clay, gravel, sand, stone 

ae arr 400,301 22,137 29,303 451,741 1,083,844 
Slate—Dimension or block stone 13,644 2,609 18,144 34,397 119,262 
CRUG PSOCUGIOUM 2.6 ccccccccccse ,008 32,132 10 35,651 161,544 
I Cece veeinnesaenwn ene 11,935 1,129 1,719 14,783 33,471 
| Se Perret eee eee ee ee EEE 14,133 10,674 9,318 34,125 130,839 
Other mine products............ 44,300 8,914 3,766 56,980 191,441 

I sigue calle icone selcuen 885,614 912,784 200,634 1,999.032 10,442,707 
FOREST PRODUCTS 
Logs, posts, poles, cordwood.... 208,562 1,665 7,951 218,118 1,333,549 
ea ae dy x otra eo ane acererr aes Guat 14,545 150 1,949 16,644 71,442 
errr rr as = ——«CR HR 2,506 244,619 2,068,830 
Lumber, timber, box shooks, 
PUG, MONEE: ccccnaceeseden 489,631 23,303 67,223 580,247 2,610,482 
Other forest products........... 32,391 4,536 4,881 - 41,808 236,638 
I ee eee ree 987,242 29,744 84,510 1,101,496 6,320,941 
MANUFACTURES AND MISCELLANEOUS 
Refined petroleum and its prod- 

SE Wiss eteaeaeres capa weve 98,060 50,302 16,153 164,515 613,833 
NER - fatette ue Rect es c ceamone need 22,835 2,473 36,634 61,942 327,619 
EeOn, PF BUG DIGOM. ....cscccee 16,440 6,940 6,266 29,646 142,018 
Hatis amd TaStOniNgs:. ...0.6.600000 14,814 849 584 16,247 86,878 
Bar and sheet iron, structural 

iron and fron: pipe. ....sccceec- 32,150 35,926 35,839 103,915 554,615 
Castings, machinery and boilers 16,695 7,764 27,238 51,697 211,193 
CIONGEEE e156 cedcaesececicers iekece 104,180 448 1,386 106,014 276,503 
Brick and artificial stone....... 78,930 8,880 3,639 91,449 301,419 
ERPS Bi PUMBLEE. 0. cc ccc ceces 38,530 1,901 1,669 42,100 155,745 
Sewer pipe and drain tile...... 10,196 482 633 11,311 32,316 
Agricultural implements and 

vehicles other than autos..... 10,450 2,896 10,609 23,955 118,899 
Automobiles and auto trucks... 21,933 15,890 126,749 164,572 648,011 
Oe eee 5,651 440 391 6,482 39,840 
Se 2,694 246 2,710 5,650 32,405 
EpaQuer DOVETEBES «.<o.ccccds cee 20,252 784 1,962 22,998 85,210 
Fertilizers, all kinds ........... 30,736 6,612 10,860 48,208 203,551 
Paper, printed matter, books... 117,481 2,507 30,620 150,608 766,698 
_ . S| “Per epa ene Spee eee 138,963 1,971 10,623 151,557 715,260 
Fish (fresh, frozen, cured, etc.). 3,043 58 436 3,537 42,469 
aa er 365 18 1,455 1,838 5,277 
Canned goods (all canned food 

products other than meat)... 8,962 2,289 9,477 20,728 115,151 
Other manufactures and miscel. 255,694 63,946 181,417 501,057 2,462,880 
Bn ea Fei 244,629 20,017 73,353 337,999 1,541,306 

MEE aWiwawedectcticsokeewens 1,293,683 233,639 590,703 2,118,025 9,479,096 
ree C00R) sce sa Sm venir 4,280,650 1,257,111 1,152,033 6,689,794 34,667,259 


RATIOS OF COMMODITY GROUP TOTALS TO TOTAL 


Commodity 
Agricultural 
Animal 
Mine 
Forest 


Total 
—Decrease. 


Manufactures and miscellaneous 


Total 











Loaded at -——Destined to— 

Freight Stas. in Canadian Foreign 
Carried Canada Points Points 
18.22 14.82 .87 2.54 
3.77 1.84 .34 1.59 
29.88 13.24 13.64 3.00 
16.47 14.76 .44 1.26 
31.66 19.34 3.49 8.83 
100.00 64.00 18.78 17.22 


Increase 
Over 
1924 


| 
= 
i) 
_ 
oo 
oo 


—2,069,421 


1,216 
48,630 
2,444 
47,298 
30,181 
990 
32,825 
2,298 
6,667 
11,217 
~~ Con 
3 


0 
— 2,607 
57,192 


|| 


— 211,743 
—1,080,941 
— 5,448 
122,642 
3,390 

_— 7,579 
2,466 


116,651 
— 20,251 
— 64,416 

10,225 
8,949 
19,562 


—1,106,493 


— 156,206 
— 16,538 
— 267,026 


14,724 
14,417 


— 410,629 


67,754 
42,187 
66,699 
59,944 


11 


—_ 1,660 
— 155,857 
167,673 
364,249 


—3,279,486 


Total 
3.41 
1.93 

16.64 
1.70 

12.32 


36.00 





REVENUE FREIGHT CARRIED BY CANADIAN RAILWAYS DURING THE MONTH OF MAY, 4995 





FREIGHT CARRIED DURING MONTH (Per Cent) 
--Received from Foreign Connections—, 
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Termina 
Uenene ~~ 
a a- 
tions in ean 
Canada Connection 
Tons Tons 
459,166 65,85) 
7,703 23,913 
118,702 38,185 
31,440 5% 
18,23 47381 
18,6 3 
i 6,312 
61,709 94,561 
54,357 72;19 
32,430 18,059 
3,655 20 
HH 18t4 
21,315 5.949 
23,631 20,485 
11,493 91029 
Mais ey ee 
884,106 427,321 
5,593 i 
44,481 in 
2,300 Usb 
30,556 26 
2,148 20,506 
6,176 15,197 
149 5,041 
3,018 20,631 
3,003 14,121 
597 2,030 
4,140 7,162 
2,584 4,147 
114,604 132,113 
336,724 108,244 
543,847 12,3317 
8,893 Pi: 
67,118 4,165 
2,393 609 
148,404 15,924 
3,368 5,184 
398,860 62,886 
25,197 16,106 
36,476 0 
12,030 1,719 
27,024 9,896 
16,054 21,485 
1,626,388 319,165 
198,073 24,944 
9,280 4,034 
125,024 121,942 
318,519 260,530 
22,443 11,816 
673,339 423,266 
138,527 21,121 
26,533 36,698 
21,332 6,352 
8,751 138 
54,968 38,131 
24,474 28,342 
101,897 1,106 
10.836 2 
40,8 5 
9,842 663 
8,636 16,646 
29,286 139,471 
7,067 107 
2,937 2,821 
19,853 2,869 
34,104 9,071 
24,348 128,105 
51,803 tr 
1,884 Le 
284 1,9 
116 12,79 
o ; 8 239,825 
295,65 ” 
275,173 78,280 
1,273,744 873,303 
4,572,181 2,175,224 
ar ne at Dees to 
as. in 
Canada Connections 
13.22 6.39 
1.71 1.97 
24.31 4.71 
6.33 
10.07 
19.04 13.06 
68.35 $2.52 





August § 
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16, 116 


— 


427,321 


4,147 


—_—_——___. 


132,113 


108,244 
12,337 


4,765 
609 
15,924 
5,184 


62,886 





319,165 


24,944 
4,034 
121,942 


260,530 
11,816 


423,266 


21,121 
36,698 
6,352 
738 


38,131 
28,342 
1,706 
7,209 
2,298 
63 











M LINES IN 
EASTERN AGENTS 

MUNSON-McCORMICK LINE 

INTERCOASTAL SERVICE 





S.S. SIDNEY M. HAUPTMAN 


rn en 





eee eee eee eee eee eee eeee 


ee WE. ne redeienin de 
Sailings every two weeks thereafter 
DIRECT TO 
LOS ANGELES HARBOR—SAN 
FRANCISCO, OAKLAND, PORTLAND, 
SEATTLE and TACOMA 
















Through Bills of Lading issued to other 
Pacific Coast Ports; Hawaii, Far East and 
British Columbia 


MUNSON STEAMSHIP LINE 


Munson Building, 67 Wall St., New York 



















Branch Offices 
Chicago, St. Louis, Pittsburgh, Baltimore, 
Philadelphia, Mobile, New Orleans 


McCORMICK STEAMSHIP CO. 


GENERAL PACIFIC COAST AGENTS 





pAciFic 


¢ lee aN 1D 


ULF LIN 


| Fortnightly Sailings Via Panama Canal 


From 


MOBILE and NEW ORLEANS 


Los Angeles edhe San Francisco, 
Oakland, Portland, Seattle and Tacoma 


| | Through bills of lading issued to Hawaii, Australia, New Zealand and Dutch 
| East Indies for trans-shipment at San Francisco. 

























Calls are made at Tampa and San Diego as cargo offers. 


Monthly Sailings from the Pacific Coast 
to Houston, Mobile and New Orleans 


| Through bills of lading issued from Pacific Coast Ports to Mexico, West 
Indies, Central America, South America and Europe. 











THE STEELE STEAMSHIP LINE, INC. 
GENERAL GULF AGENTS 
424 Whitney-Central Bldg., 






New Orleans, La. 


| THE STEELE STEAMSHIP LINE, INC. 
15 Moore Street 






New York, N. Y. 
SWAYNE & HOYT, INC., Pacific Coast Agents, 
430 Sansome Street San Francisco, Calif. 


, H. H. KENNEDY, Commercial Agent 
06 Merchants Exchange Bldg. 






St. Louis, Mo. 
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The Kansas City Southern Ry. 

















PORT ARTHUR ROUTE 
Shortest Line t to the Gulf 


Po 
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og, | 

a eeeena RR KAN AS4 
ADY POINT one r 
“Little Rock f  — 






NORTHBOUND TRAFFIC 


Kansas City Southern short line from all points on its line, also 


from NEW ORLEANS, HOUSTON, GALVESTON 
all points East Texas and Louisiana 
TO KANSAS CITY 
One Through Manifest Train from Port Arthur, Beaumont and 
Lake Charles each day, making third morning delivery in Kansas 
City. Two Through Manifest Trains from points Shreveport 
and north, making second day delivery in Kansas City. 
We are the largest handlers of 
RICE, SUGAR, COFFEE 
from this producing territory to’Kansas City and points beyond 
and via our various connections south of Kansas City to their dis- 
tributing territory. Special attention given to these.commodities. 


ROUTE YOUR TRAFFIC CARE 
The Kansas City Southern Ry. 


H. A. WEAVER, G. F. A. J. F. HOLDEN, Vice-Pres. 
Kansas City, Mo. ~- Kansas City, Mo. 
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CANADIAN CAR LOADING 


Revenue car loadings in Canada the week ended July 25 
showed a decrease from the previous week of 49 cars and an 
increase over the same period last year of 1,372 cars, the aggre- 
gate being 51,076 cars. None of the commodities showed much 
change from the previous week. Coal showed a decrease of 
3,079 cars from last year, but lumber, pulpwood, other forest 
products and miscellaneous freight were heavier by 501, 395, 513 


and 2,173 cars, respectively. 


CARS OF REVENUE FREIGHT LOADED ON CANADIAN 


RAILWAYS 
EASTERN CANADA. 


—For the Week Ended— 















July 25, 
Commodities. 1925. 
Grain Gee grain Products. ..ccccccecescues 2,102 
oe Ee ee ere en re 895 
BED cab V Reed om eweedeweeueeeceeeeens swe Gas 1,012 
CO xedace oe aie 239 
Lumber 2,912 
Pulpwood 2,194 
EE NO an. Sticcintetde wend melee canes 1,772 
ee ne 1,251 
I Aa Ae eared cah al Aen ca alia ices gies os aie Wee etal ak GG 1,008 
IN. Ee 0 Bi acdc ceandccaveocecwes 11,098 
IONE, 55.2: a ataracclaishs-aeiecleaale cio simmoaiiourn 10,430 
NE. GUN TOMO. 6 ioc cen ccsocetnciestins 34,913 
Total cars received from connections..... 31,382 
WESTERN CANADA. 
Grain ald srain Products. oc cciccciwccecesen 2,565 
ET Cacia Cic<mawacars ccmbiweeewaewans 1,156 
NN ac cacti d lds osm arecece wie. dawn dhe-crsies oman aera aida 932 
RE io a: ara cisndinr tnd wiaase ne dratrcrama daeane eectiommeriea 22 
MEE. adie rewnccuenscxedensdwdeeéusienuscel 1,086 
I eid dicen wolnie<endisl ccc dicloic Ge acawaiewelern 248 
IND a5 «ocr bacdvssgictecccewews we 111 
Reeer BUTORC PUORUCUB. 6. occccccccccceccess 1,501 
ME Jkar centered he actin s cihebedes sacuewsouess 474 
UN, Be CS. Uae cera vicinccinccusiow mance 4,346 
TINIE | Sov binceidcackuciscwcwneoaanee’ 3,722 
co ek ene 16,163 
Total cars received from connections...... 2,787 
TOTAL FOR CANADA. 
Grain and grain products.........cccccess 4,667 
ME CEE. Lowi velc choses ccdbe nomacuutteades 2,051 
Eo gaia cl ora: Saaieuine wae olaid axa wdeld balaaiaaaelinas 1,944 
MEE rewiale 6 ue dew cro ot cae aa wnaeanadas de nboas 261 
I aiaca digs res ecreart toa cea eaie ane ae 3,998 
UNS dvs de sgpsjx dro Wee od six koicdee Saw aelgeees 2,442 
ee or re renee 1,883 
CRiler ToreEst ‘PrOGuUct sy... o.c.occcicciccccccwcesse 2,752 
EE ERS ee ae eae Dare 1,482 
Denti, Bs Cl. Bis. vec ov scocccesceewoades 15,444 
PUNE osxiorweekv-dtenedssecewrcdoucexes 14,152 
OEE. CREE WB OB oi. 6ividicincscecesecccese 51,076 
Total cars received from connections.... 34,169 


July 18, 
1925. 
2,448 
1,023 
1,147 

291 
2,840 
2,079 
1,699 
1,303 
1,027 

11,398 
10,250 
35,505 
30,317 


2,268 
1,094 
933 
25 
1,117 
379 
101 
1,620 
691 
3,971 
3,419 


15,618 
2,438 





4,716 
2,117 
2,080 

316 
3,957 
2,458 
1,800 
2,923 
1,718 

15,369 

13,669 

51,123 

32,755 





CUMULATIVE TOTALS TO DATE. 





Cre GM SURI WPOGUOIR : 06 cc ccins Sets cccscsscaes 
ROME. ccwdodvevegescescveneerecoveeeun deNews 
Np o:Kb yG aw Siow be +0 e:nligrene codeine e Gr nee tone ewennenee 
RL, cudecane@esecccs 

Lumber 

ED racic Wine aréioincre wie eré.010.0 Ga Cee Eee Wereue 
Ns 6 cited s odae tev eMebeh eee ce memeeet 
ee OIG s RIPONNWON 6.6.5 016: «000.660 Case Seb ebe pecieu 
NS tie Aare «50-4 4:4 0-6: CSE OS 01d HES OR El Raalhwaente 


Merchandise, L. C. L 
Miscellaneous 


eee eee eee eee ee ee 


eee ee eee eee ee ee ee ee ee 


TE CORI s 655.6.0.05.0.0< saanvacnesioon wiete 
Total cars received from connections 


ee 


1925. 
173,048 

65,093 
100,677 


8,253 


1,520,995 
993,600 


CANADIAN RAILWAY TAXATION 


It is stated that, at the next session of Parliament, a com- 
prehensive plan of railway taxation in the various provinces 
It is now being 
worked out by officials of the Canadian National Railways. Con- 
ferences have been held with officials of the governments in the 
Maritime Provinces and Ontario, and Vice President Bell, who 
is now in the west with Sir Henry Thornton, will confer with 
governments west of the Great Lakes. Railway tax accruals last 
year totaled $4,588,593, which was a considerable increase over 
the previous year. Most of the increase was in the province 


of Canada will be sumbitted for consideration. 


of Manitoba and the Canadian National exists. 


July 26, 
1924. 
2,280 
1,010 
4,281 
173 
2,639 
1,897 
1,672 
1,209 
950 
11,399 
9,054 





36,564 
25,574 


2,015 
1,100 
742 

3 

858 
150 
107 
1,030 
537 
3,720 
2,925 
13,187 
2,297 


4,295 
2,110 
5,023 
176 
3,497 
2,047 
1,779 
2,239 
1,487 
15,119 
11,979 


49,751 
27,871 





1924. 
238,485 
64,240 
144,779 
7,039 
108,316 
90,769 
59,937 
82,199 
35,852 
424,913 
342,920 


1,599,449 


968,989 


Both the 


Canadian National and Canadian Pacific have been negotiating 
with that province, the former system complaining that the taxes 
imposed by the province are unfair and excessive. 


CANADIAN CLASSIFICATION 


Meetings are taking place in different parts of Canada of 
those interested in the new freight classification. A meeting of 
freight traffic experts of the milling companies of eastern Canada 
was held a few days ago and other meetings will be held at 
Toronto and elsewhere. In Ontario the millers have requested 
the Ontario government to appoint a freight rate expert to watch 


over the interests of the province as a whole during the revision. 









Saskatchewan has appointed a transportation expert, and other 
provinces are preparing to do the same. The milling interegt 8a) 
they are not asking for favors in the matter of rates, desiring tha 
they be on a remunerative basis to the railways, but demanding 
that there be no discrimination between provinces or point 
equi-distant. 


CANADIAN RAIL ACCIDENTS 


Railway accidents in June numbered 207, in which One 
passenger, three employes, and nine others were killed, and 17 
passengers, 139 employes, and 76 others were injured. There 
were 29 crossing accidents. Autos were involved in 27, and ip 
21 cases the crossings were classified as unprotected. 


CANADIAN SURCHARGE 


The rate of exchange from August 1 to August 15 is three 
thirty-seconds of one per cent discount. There is no surcharge 
on either freight or passenger business. 


CLAIM APPLICATION DISMISSED 


The, Canadian Board of Railway Commissioners has passed 
an order dismissing the application of the Canadian Shipperg 
Traffic Bureau, Toronto, for a ruling in the matter of a claim 
against the Grand Trunk Railway Company for refund of alleged 
freight overcharges on shipments of lumber. 


CANADIAN RAIL TAXATION 


President Thornton, Major Bell, and other members of the 
Canadian National Railway Board, have had a conference with 
Premier Bracken, of Manitoba, on provincial taxation, and have 
made the suggestion that the province consider adopting a policy 
of taxation of railways on a mileage basis instead of on gross 
earnings. It is understood that Premier Bracken believes the 
scheme is inequitable to Manitoba, on the ground that that 
province has small railway mileage but big business and would 
suffer at the expense of provinces where the situation is re- 
versed. There will be a further conference. 


CANADIAN RATE REVISION 


The Traffic World Ottawe Bureau 


According to a statement made in the case filed by the Cana- 
dian Council of Agriculture with the Board of Railway Com- 
missioners, a downward revision of freight rates would induce 
a large volume of traffic, increased railway revenue, and tend 
to eliminate discrimination against the western producer and 
consumer. The case has been filed in view of the impending 
revision in freight rates. It is of a preliminary character, the 
Council assuming that it will have a chance to put in detailed 
evidence. The statement says: 


In striving to bring about a reduction of freight rates, the 
Board of Railway Commissioners might well take into considera- 
tion the feasibility of reducing overhead expenses and costs of 
operating the railways. So long as the board is prepared to fix 
rates at such a level that the railways are under no compulsion 
to keep the costs of operation, including salaries and wages, at 
the lowest possible level, the cost of living considered, so long 
will freight rates tend to take from the primary producer too 
large a share of the price received for his products on the con- 
suming markets. . . The western agricultural producers by pay- 
ing for overseas shipments, and again on goods shipped from east 
to west, are compelled to pay the major portion of the railway 
revenue, rates having been repeatedly shown to be discriminatory 
as between western and eastern traffic. Since the protection of the 
Crow’s Nest Pass rates no longer exists, the onus is placed on the 
Board of Railway Commissioners to see that the people of west- 
ern Canada are not discriminated against in freight rates, by 
reason of the monopoly of transportation enjoyed by the railways. 


Suggestions from all quarters, as well as from the agricul- 
turists, are pouring in on the board. British Columbia is urging 
that the eastbound rate on grain and flour be applied to the 
Pacific route also. The governments of the prairie provinces 
seek an equivalent of the Crow’s Nest rates on numerous 
commodities westbound, while the maritime provinces are stress 
ing their argument of the necessity for lower rates to counter 
act the effect of their disadvantageous position geographically. 

The railways are not proffering any objections to revision 
of the rates as a matter of principle, but maintain that the exist: 
ing structure is not excessive, having regard to the high level 
of wages and costs of operation. It is expected that the public 
hearings will take up over two months. 


TELEPHONE APPLICATIONS 


The Bell Telephone Company of Pennsylvania and the 
Beaver County Telephone Company have applied to the Coit 
mission for approval of acquisition by the Bell company of nd 
erty of the Beaver company in Beaver county, Pa. The 
company and the Tri State Telephone Company also asked a) 
proval of sale of the latter’s property to the Bell company. 
similar application was filed asking approval of acquisition )Y 
the Bell company of properties of the Penn State Telephone 
Company. 
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The personnel of the special service 
department of The Traffic Service Cor- 
poration, located in Washington, D. C., 
comprises specialists in the handling 
of rate and traffic problems, who also 
combine a general traffic knowledge 
with that of commerce law. There is 
no better source from which to obtain 
reliable rate and statistical data of 
whatsoever nature for use by com- 
merce attorneys, traffic managers, and 
shippers who contemplate action be- 
fore the Interstate Commerce Com- 
mission. 



























The Traffic Service Corporation 


310 Mills Building 
WASHINGTON, D. C. 
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Rochester, Ellwenger & Barry Bldg. West Coast Agents, Pacific Steams 
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New York—California 


1 5 da S Fastest Service by Sea 
y Passenger and Freight 

Itinerary: New York — Havana — Panama Canal— 
Balboa — San Diego (Westbound) — Los Angeles — San 
Francisco. 

Through Bills of Lading to or from other Pacific Coast 
ports; also European, West Indian, Canadian, Hawaiian, 
Far Eastern and Australian ports. 

Passengers’ automobiles accepted uncrated as baggage 
at moderate charge. All steamers equipped for refriger- 
ator cargo. 

Proposed Sailing Dates 
Westbound from New York Eastbound from San FranciscoLos Angeles 


S.S. Finland, Aug. 13 S.S. Mongolia, Aug.22 Aug. 24 
S.S. Manchuria, Sept. 3 S.S. Finland, Sept. 5 Sept. 7 
S.S. Mongolia, Sept. 17 S.S. Manchuria, Sept. 26 Sept. 28 
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ANAMA Pactiric LIN 


INTERNATIONAL MERCANTILE MARINE COMPANY 


Pier 61 North River, N. Y. C. 1 Broadway, N. Y. C. 

(W. 23rd St.) Tel. Chelsea 6760 Tel. Bo Green 8300 
Chicago, 327 So. La Salle St. Boston, 84 State Street 
Philadelphia, Bourse Bldg. Baltimore, Chamber of Commerce 


Bidg. 
hip Co. 


RT LINE FROM 





\ gicAGy —r : 


MLC Hh 74 


CINCINNATI, 
INDIANAPOLIS AND 
WESTERN RAILROAD 

AND CONNECTIONS 





The Cincinnati, Indianapolis & Western R. R. is the short line on traffic routing through Springfield thus avoiding the larger terminals. 

Through St. Louis, Peoria, Chicago and connections it reaches the Southwest, West and Northwestern territories, and is a natural 
intermediate line on through traffic between the East and West, North and South. 

The thorough co-ordination existing between the traffic and operating departments coupled with motive power of high class and 


Condition assures efficient handling of, traffic. 


FAST FREIGHT schedules are uniformly maintained between Springfield, Decatur, Tuscola, Hume, Metcalf, West Dana, Hillsdale, 
Brazil, Guion, Roachdale, Indianapolis, Rushville, Connersville, Cottage Grove, Hamilton, Cincinnati, and all points on its line and 
beyond these junctions in Central Freight Association and New York, Boston, Albany, Philadelphia, Syracuse, Baltimore, Rochester, 


Norfolk, Richmond and all Eastern, Southern and Southeastern points. 


Freight Service in connection with all Fast Freight Lines Routes. 
For information as to Rates, Routes, Service, etc., address C. I. & W. R. R. Representatives at any of the following points: 


™ Marietta St., Room 806, Atlanta, Ga. 730 Central Bidg., Los Angeles, Calif. $80 Arcade Bldg., St. Louis, Me. 
6 Marquette Bldg., Chicago, Ill. 41 Porter Bidg., Memphis, Tenn. 773 Monadnock Bidg., San Francisco, Calif. 
my eave Bidg., Cincinnati, Ohio 605 Metropolitan Life Bidg., Minneapolis, Minn. 4448 White Bldg., Seattle, Wash. 
0 Railway Exchange, Kansas City, Mo. 280 Broadway, New York, N. Y. 330 Reisch Bidg., Springfield, Ill. 


620 Park Blidg., Pittsburgh, 
R. R. 


J. A. SIMMONS, General Traffic Manager, C. L & W. 


Pa. 419 Ohio Bidg., Telede, Ohio 
» Indianapolis, Ind. R. B. Kinkaid, General Freight 


Agent. 
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Personnel of Railroad Freight Traffic Departments 


First of Two Articles Relating to the Personnel of the Railroad Freight Traffic Department, 
Written for The Traffic World by Chas. E. Parks, Director, Department of Railway 
Station Management, LaSalle Extension University 


These articles relate exclusively to the personnel of the 
freight traffic department of the rail carriers. They are a study. 
of this department from the angle of widest personal interest— 
the personal problems of those who direct the traffic activities 
of the railroad or who perform the detailed work. They are not 
intended to be a technical discussion, but rather a presentation 
of facts and conclusions of general human interest, readable 
both to the beginner and to the man of wide experience in the 
traffic field. 

They deal with the opportunities in the freight traffic offices, 
the positions available, the lines of promotion to the various 
official positions, the time required to obtain them, the personal 
qualifications, the training necessary for advancement, and the 
future promises. 

The statements made represent the views of some of the best 
known railroad traffic men in the country who were personally 
solicited for their opinions. Statements as to the lines of promo- 
tion and the time required to reach the various positions are 
based on an analysis of the biographies of over three hundred 
railroad freight traffic officers. 

This study only touches on one phase of the personnel prob- 
lems of the traffic department, but it includes its most interesting 
features and those that probably have the widest personal appeal. 

Qualifications and Training 

The traffic functions of a rail carrier may be segregated into 
three groups—freight, passenger, and development work. 

Naturally, the traffic organization required to carry out these 
functions must be planned in accordance with the work per- 
formed. Consequently, we have the three divisions of the rail- 
road traffic organization—the freight, passenger, and develop- 
ment departments. 

It is generally recognized that the success of any business 
depends largely on two factors: First, the personal qualifications 
of the men responsible for the carrying on of the business; second, 
a knowledge of how to carry it on. 

This is especially true of the railroad business, where each 
major department, and, in fact, many of the minor departments, 
are separate businesses, functioning independently and with little 
in common, outside of the general purpose of produce transporta- 
tion service. 

For this reason, each of the three divisions of a railroad 
traffic department requires men with certain personal qualifica- 
tions that are particularly necessary to perform properly the 
work of the division, and, in addition, they must possess a well 
defined knowledge of the work they are engaged in. 


The outstanding personal qualifications required of the all 
around freight traffic man are: 


1. Business judgment. 
2. Personal tact and diplomacy. 


3. The ability to mix and speak well in public. 
4. A well organized mind. 


The freight traffic department of a railroad is the depart: 
ment that comes in closest contact with the public. It represents 
the carrier in its business dealings with its patrons. For this 
reason, the traffic man, more than any other official of a rail- 
road, must be a business man. He must possess the fundamental 
qualifications of a successful business man. He must be broad- 
gauged and possess imagination. The era of railroad building 
is about over and traffic is no longer increased and business 
obtained by opening new territory. Increased traffic will come 
only through the intensive development of the country served by 
existing lines. To know how to develop this business and the 
possession of ability to visualize the results are fundamental 
requisites for real success in the railroad traffic field. 

James J. Hill and E. P. Ripley were traffic men. The former 
was a railroad builder as well, but, primarily, both were traffic 
men. Both were visionaries. Had it not been for the imagina- 
tion of Hill and the practical application of his ideas, the north- 
west would be far behind its present state of development. 
Ripley, through the intensive development of the Santa Fe and 
the numerous projects sponsored by him, contributed a large 
share to the prosperity of the southwest. 

Every traffic man, regardless of what position he occupies, 
must have, in a greater or less degree, the traits that Hill and 
Ripley displayed in developing the territory served by their 
lines. The principles they applied to a section of the country, 
the freight solicitor must apply to individual shippers, the gen- 
eral agent must apply to the community, and the traffic manager 
must apply to his territory. They must realize the value of 
service and the good will of their patrons. 


The narrow-gauge man is out of his element in the traffic 
department. The contact with shippers and regulatory bodies 
is too close and the results of a lack of foresight in dealing with 
traffic problems too great to permit him to function long. 

The growth of commercial organizations and tarffic clubs 
has given the carriers the means of meeting representative men 
of certain industries and men directly concerned with transporta. 
tion rates and service to these industries. 

The traffic officer who represents the carriers in negotiations 
with commercial bodies or with individual shippers must possess 
the business judgment and personal tact to deal with such bodies, 
He must know how to argue against the unreasonableness of 
certain demands, to adjust grievances diplomatically, and, in 
general, to maintain harmonious relations between shippers and 
carriers. - 

A pleasing personality and the ability to speak well in 
public adds to the traffic man’s ability along these lines. The 
latter qualification is almost a necessity to the modern traffic 
man, owing to the growing recognition of railway management 
that co-operation and support will be received from the shippers 
and general public in proportion to the publicity given the 
problems and difficulties of the carriers. The management looks 
to the traffic man particularly to impart the railroad message 
and to present its case. No better means is offered than the noon- 
hour talk before the traffic club or commercial club, or at the 
annual conventions of the numerous industrial associations. 

In rate making, in the application of traffic rules and the 
preparation of data and statistics in defense of rate cases, the 
outstanding requirement of the traffic man is the ability to get 
at the root of the problem and to understand causes and visualize 
results. 

There are sO many angles to even the simplest traffic ques- 
tion that, unless he is able to see clearly, he will become side 
tracked on an issue outside the main question. Even the process 
of finding a simple rate requires an organized mental process. 
It cannot be gone at in a haphazard fashion. 

Because the rate structure of American railroads is such 
a complicated structure, its proper interpretation and further 


upbuilding must be performed by men whose mental capacities 
are well organized and controlled. 


Educational Requirements 


The traffic man who expects to render the best service and 
to rise to the heights in the freight traffic department is required 
to possess a large amount of general and highly technical in- 
formation. ‘The extent of this knowledge is such that freight 
traffic has come to be regarded as a profession requiring 
special training and study before proficiency can be achieved. 

The reason for this may be understood when its is realized 


that the all-round traffic man must meet the following educa- 
tional requirements: 


(1) He must have a general knowledge of the sources of supply 
and demand, which includes a broad acquaintance with the needs 
and resources of all sections of the country. This knowledge must 


be detailed and specialized in regard to the industries and resources 
of the territory served by the rails of his own roads. 


(2) A knowledge of geography, particularly transportation ge0- 
graphy, is a fundamental educational requirement. 


(3) Familiarity with the present traffic policies of American and 
foreign railroads and a knowledge of the history of freight traffic 
development from the earliest times. 


(4) A knowledge of the principles and fundamentals of rates and 
rate-making, including the interpretation and application of tariffs. 

(5) Familiarity with the details of the freight service offered by 
the carriers, including the export and import business. 

(6) Current transportation subjects. 


(7) A certain amount of legal knowledge, particularly the law 
of carriers of goods, the history of railway regulation, and precedure 
before the Commission and state commissions. 


(8) A knowledge of the fundamentals of salesmanship. 


(1). Sources of Supply and Demand: It has been said that 
one of the chief duties of the traffic department is that of obser 
vation, the systematic following up of all possible sources of 
traffic, and constant attention to detect where unfavorable condi- 
tions are developing. But this is predicated on a knowledge of 
the sources of traffic, how to use this information, where to 
secure it, and the ability to analyze results. In other words, he 
must know where materials and commodities are obtained and 
where they are used. 


As one railroad president, who reached his position through 
the traffic department, has said: 


The freight traffic man must be a very versatile official. He 
must have a wide range and an accurate knowledge of many subjects 
He must know his own territory thoroughly and also the territory ° 
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PERISHABLE GOODS 


Both perishable and semi-perishable goods can now be shipped without any fear 
of loss through spoilage if you use the new container—Balsa Wood Box. 


Made from a unique wood composed of air-filled cells, these boxes are remark- 
able insulators against outside temperatures and weather. Pre-cooled goods can 
be shipped without ice packs. Candy, mayonnaise and dairy products 
reach their destination in the same condition as shipped. 


Write to the nearest office, giving specifications for the container you need, and 
let us quote you on Balsa Boxes. 


THE FLEISCHMANN TRANSPORTATION COMPANY 


BALTIMORE CINCINNATI SAN FRANCISCO 
BOSTON LANGDON, D. C. SEATTLE 
BUFFALO PEEKSKILL, N. Y. ST. LOUIS 


PEORI The OPEN DOOR 


to FAST FREIGHT SERVICE 
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PEORIA is located half-way between Chicago and St. Louis, and, Transfers of traffic at Peoria between the 16-line- 
haul carriers are made within a few hours by the use of the facilities of the Peoria and Pekin Union, instead of 
the much longer period required in some of the larger and congested terminals. 

PEORIA being a rate-breaking point as well as a terminal point, has a considerable advantage over other cities in 
the mid-west in the matter of freight rates and transportation service. 


PEORIA & PEKIN UNION RY. CO., Union Station, PEORIA, ILL. 
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PACKAGE INSURANCE FOR 


NEW YORK: 699 Washington St. Balsa Box Department — cuicaGo: 327 So. La Salle St. 
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his competitors. He must know the characteristics and possibilities 
of the various localities of his own road, the nature of the goods and 
the products offered or obtainable as freight, and a good deal about 
the shippers from whom he expects to solicit business. 


Industries cannot be encouraged or resources developed 
unless business conditions are known, not only in local territory, 
but over the whole country. The traffic man keeps his fingers 
en the pulse of industry and production, for, as it varies, traffic 
will increase or decrease. 

To analyze business conditions requires an acquaintance 
with general economic principles and with the anticipated pro- 
duction of the different sections and communities and even in- 
dividual firms. The anticipated yield of wheat, of cotton, of 
corn, the number of tons of coal to be mined, and the production 
schedules of a factory must be known in order to give the proper 
transportation service. Marketing conditions and facilities and 
the buying power and needs of communities are used to ad- 
vantage by the traffic department, 

It is not so important to the traffic man that he know all 
the details of industrial conditions as it is that he be able to use 
this information in creating traffic. On his ability to do this 
will depend his value to his company. 

(2). Geography: A knowledge of geography is necessary to 
comprehend almost any traffic problem involving freight rates. 
An understanding of the rate structure is predicated on a 
thoroughly visualizing of the geography of the United States and 
Canada. The rate man must be able to picture in his own mind 
the different sections of the country, the location of the principal 
rivers and seaports, and the general agricultural and industrial 
aspects of the different territories. The correct application of 
rates depends on the traffic man’s familiarity with the geogra- 
phical location of the various carriers, the principal gateways 
and junction points, and the routes available. 

(3). History of Traffic Development: One cannot expect to 
go far in the traffic department unless he knows the history 
of traffic development and its influence on the present traffic 
policies of American railroads. This, of course, includes the 
history of railway legislation. The freight solicitor requires 
it frequently in his contact with shippers and it is quite essential 
to an understanding of rates and rate making policies of the 
carriers. It would be a reflection on the intelligence of a law- 
maker it he did not know the history of his country. Likewise, 
it is a discredit and a handicap to the traffic man not to know the 
history of transportation. Rate-making is so hedged about with 
precedent and governmental regulation that a thorough knowledge 
of the subject includes a knowledge of the causes and steps that 
brought the condition about. The whole subject of rates is an 
evolved process and the traffic man must be able to trace this 
evolution both from an economic and legislative standpoint. 

The Traffic World once said: 


The traffic man, if he is to realize the fullness of his opportunities, 
cannot remain a mere clerk or salesman. His place, because of the 
constant multiplication of problems to be settled and the great num- 
ber of regulatory agencies, is steadily growing more important. The 
successful traffic man is a thinker and a man of affairs before Con- 
gressional committees and before state and Federal commissions. He 


must know whereof he speaks. He must know principles as well as 
facts, history as well as present conditions. 


(4). Principles of Rate Making and Tariff Interpretation: 
A knowledge of the principles of rates and rate-making includes 
a large number of vary important subjects. There are: 


Freight classification.—The basic principles of the classification 


of freight and the ability to interpret the freight classification, rules, 
and regulations. 


Freight rates.—The fundamentals and methods of rate construc- 
tion in the different classification territories, the machinery of rate 
making, a history of railroad rate-making, and a thorough acquaint- 
ance with the present status of the rate situation. 


Freight tariffs—The Commission’s rules and ruling relating to 
the publication and filing of tariffs, the use, interpretation, and ap- 
plication of rate tariffs, exception sheets, and other rate publications. 

Division sheets.—A knowledge of how the revenue is apportioned 
between the carriers interestd in a freight haul and the significance 
of the division of the revenue on the accounts and railway operations. 


The ability to quote rates and to interpret the rules of the 
freight classification and tariffs properly is the first major step 
in the making of a traffic man. A good rate clerk is a specialist. 
His knowledge removes him from the ranks of the ordinary 
clerks. But the ability to quote rates is not quite sufficient to 
warrant calling him a traffic man, any more than the ability of 
a bricklayer to lay bricks properly entitles him to be called an 
architect, or the ability of a bookkeeper to keep a set of books 
warrants calling him an accountant. 

To advance in traffic, the rate man must understand the 
principles back of the classification and tariffs. He must know 
how to fix a rate, what factors govern it, and the procedure in- 
volved in the publication of it. 

Such information cannot be acquired merely from experience 
in a traffic office, but involves a great amount of study and 
special training. 

(5). Knowledge of Freight Service: The traffic man’s obli- 
gation to the patron of the road does not end with quoting a rate 
or suggesting an advantageous route. He is also required to take 
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an active interest in the individual requirements of shippers 
For this reason, he is required to co-operate closely with other 
departments of a road in any way that might tend towards bette; 
service. For example, if a shipper complains of inadequate 
service at a certain station, the facts must be given to the operat. 
ing department in order to remedy conditions; if the settlement 
of a claim is being delayed, the traffic man is required to take 
action to bring the matter to a conclusion, even though the 
freight claim agent is not within the jurisdiction of the traffp 
department. 

To render this service it is necessary that he understanq 
the service offered. In other words, the traffic man must under. 
stand the product he is selling and that product is the trans. 
portation service of his own road. This involves a knowledge 
of railroad practices, methods, rules, and regulations. 

These are numerous and their variations and application 
almost unlimited. They include train and station operating 
practices; the receiving, loading, and billing of freight; the rules 
governing packing and marking; the significance of all docu. 
ments used in freight forwarding; the car service, storage and 
demurrage rules; the procedure in tracing, re-consigning, and 
diverting freight; the special rules applying to certain com. 
modities, such as perishable freight, live stock, and explosives, 
the operation of weighing and inspection bureaus; the methods 
of claim investigations; the practices involving export and im. 
port freight; and any other railroad practices that affect directly 
the handling of freight, the adjustment of grievances, or the 
education of the public in order to obtain the maximum efficiency 
in operations and use of equipment. 

Another reason why the traffic man should be familiar with 
the operating practices of the carriers has to do with his traffic 
duties relating to the compilation and interpretation of the rules 
of the tariffs—the rules under which freight is transported. 
Traffic work is not concerned wholly with the making of rates, 
the finding of rates in the tariffs and their correct application, 
It includes also the making and interpretation of rules under 
which the freight moves. 

How can a traffic man interpret a rule relating to a transit 
privilege unless he knows what a transit privilege is, its purpose, 
why it is granted, and how it is regulated? Suppose he is not 
familiar with the functions of a waybill and the use of the dif- 
ferent kinds of waybills; how can he issue intelligent instruc- 
tions relative to the use of an “advances only” waybill in billing 
charges for services incurred in transit—the feeding of stock 
for example? The weighing of freight, the loading of cars, the 
train service given, the use of various kinds of equipment, 
switching and yard service, are subjects in which the traffic man 
is more or less interested. An intelligent understanding of his 
ordinary duties requires at least a general working knowledge 
of these subjects. 


E. E. Loomis, president of the Lehigh-Valley Railroad, says: 


To every traffic man, I will say it is vital that he be a business 
man, a man capable of understanding the needs of the industrial 
institutions his line serves. It is equally important that he should 
be familiar with the operating conditions of his own railroad. ; 

The traffic man who understands the theoretical and practical 
side of railroad op€@rations, as well as the problems and needs of 


the shippers, is a valuable adjunct and a real aid, not only to the 
shippers, but to the management. 


(6). Current Transportation Matters: The traffic man, be 
cause of the numerous contracts he makes with the public, is 
also expected to be conversant with the general railroad situation 
and be able to converse intelligently on current transportation 
topics. He has the added obligation of convincing the public that 
the prosperity of the country is dependent on the successful 
maintenance and operation of the railroads. For example, he 
should be familiar with the economics of railway operations. He 
should understand the economic value of loading cars to capacity 
and the value of releasing them as quickly as possible. He 
should be able to impress the shipper with the importance of 4 
quick car movement. 

(7). Legal Knowledge: In a way, railway traffic is also 4 
law study. Few large traffic problems can be solved that do not 
involve a certain amount of legal knowledge—a knowledge deal- 
ing with the relations between carrier and shipper and the 
relation of both carrier and shipper to state and federal com- 
missions. 

It has been said that the legislation of the last few 
years has made transportation work so technical in its traffic 
branches that today it is a profession in itself and the traffic man 
of the future will, and of necessity must be, a traffic lawyer. 

A knowledge of the legal phase of traffic matters helps 
wonderfully to an understanding of the practical work. It gives 
a background of reasons and principles on which practical action 
is based. 

The traffic man who has a knowledge of the common law 
liability of a carrier of goods, the limitation to that liability by 
statute, the bill of lading law, the interstate commerce act, and 
the numerous laws and court decisions defining the relations of 
shipper and carrier and the relations of the carriers to the state, 
particularly in the matter of rates and service, has a foundation 
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of knowledge that will increase his value to himself and to his 
company. 

Freight rates and traffic matters are so complex in their 
ramifications that the lawyer well versed in civil practice is at 
sea in presenting traffic cases before courts and commissions, 
unless he had special training in traffic and in procedure before 
the Commission. Because of the importance and complicated 
nature of these cases and the special knowledge required, a field 
has been created for a group of trained specialists, both in legal 
and traffic departments of a railroad. The salaries paid these 
men are commensurate with the importance of their duties. 

(8). Knowledge of Salesmanship. The last educational re- 
quirement of a traffic man is a knowledge of the fundamentals 
of salesmanship and the principles of modern business. 

A criticism often directed at the railroads is their short- 
sightedness in the treatment accorded their patrons. It is 
claimed that they have failed to recognize the relations between 
the public and themselves as that of buyer and seller. In other 
words, they have been accused of being poor business men, lack- 
ing the fundamentals of salesmanship. 

Some critics have ascribed the difficulties of the carriers 
to this lack of a selling sense among the railway organizations 
and particularly among the traffic representatives. One authority 
has expressed his views in this manner: 


In the aggregate, there are several thousand freight and passenger 
representatives, intelligent men, who represent their respective com- 
panies with dignity, credit, and a practical altruism for which there 
is hardly any other business parallel, and if just half of them really 
understood and applied real salesmanship in their daily contacts they 
could easily revolutionize and remold the adverse sentiment towards 


the railroads. 

Because of its complexity and the vast amount of energy 
involved in maintaining the transportation machine, it cannot 
be denied that the original and fundamental motive—to sell 
transportation service—is often lost sight of. 

The efforts of great numbers of men will be consumed in 
perfecting elaborate organizations and transportation practices, 
in constructing vast terminals and engineering works, in solying 
intricate accounting problems, in designing and maintaining 
modern equpment, but little thought given to the treatment that 
should be accorded patrons for whose use the work is performed. 

This situation is due to the sharp separation in the functions 
of the different departments of a railroad. These functions are 
so entirely different that only the high officials see any correla- 
tion between the activities of the department. The personnel 
of each division of a railway organization believes that its work 
is the most essential to successful railway operation. 

Because of this situation, the traffic department must under- 
take the work of impressing on the public mind the fact that 
a railroad is primarily a business organization and governed by 
business principles, and not merely a machine shop or an ac- 
counting society, or that its chief function is to erect monuments 
of engineering skill. 

All these are but secondary to the main purpose of a railroad— 
to sell transportation service—and no department is so vitally 
concerned in transportation salesmanship as the traffic depart- 
ment. 

Selling transportation is merely a specialized form of the 
selling game. It is performed under certain peculiar conditions. 
A commercial salesman may offer price inducements and other 
advantages to his prospects, but a transportation salesman can- 
not do this. The only inducement he can offer the shipper or 
the prospective passenger that his competitors cannot offer is 
better service. So, in this sense, transportation means service, 
oe the railroad solicitor really sells is the service of his 
road. 

The work of traffic soliciation means more than asking a 
man for a chance at his business. It involves the furnishing of 
facts, information, locations, sources of supply, rates and any 
other data that might influence shippers or consignees to ship 
or buy from points served by the line of the solicitor’s road. 
By thus acting, he creates business rather than merely seeks 
such business as already exists, and exercises some of the 
functions of a purchasing agent or a selling agent for his patrons. 

Therefore, the traffic man must understand the fundamentals 
of salesmanship and possess the principles of modern business 
education. He represents the carrier in its business contacts 
and he cannot afford to overlook that refinement of contact on 
which the success of the business depends. 

Only recently an important electric line out of a large city 
was taken over by one of the best known business men of that 
city. The line could not be made to pay and had been operated 
under a receivership. The new president knew nothing about 
the technique of railroading, but he knew merchandising, and 
since he has taken over the management of that line he has made 
it pay in spite of the keen competition of two parallel steam lines 
and the motor bus. How did he do it? Simply by applying 
modern sales methods. He made people want to ride on his 
road. He made them think of it first when a trip was contem- 
plated- to any point touched by its rails. He advertised exten- 
sively, and his advertising had a human appeal. It was not 
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centered on an artistic display so that when a man looked at 
it he forgot the purpose of. it in admiration of its effect. He 
employed traffic solicitors, but did not put them out in the colq 
without training. He showed them not only how to get businegs 
but how to create it. He outlined a sales campaign. And the 
result has been that the road is now prosperous. 

The same opportunity is open to very traffic man in rail. 
road service, provided he can acquire a selling sense and cay 
convince the management of its value. 

“My conception of a traffic manager’s job,” says F. W. Shap. 
pert, traffic manager of the Chicago, North Shore & Milwaukee, 
“is to sell transportation, to create a market for his goods where 
there is-none, to analyze local conditions carefully, and ascertain 
exactly what he has to sell and then put up a strong, concise, and 
convincing selling argument to prospective customers.” 


| Personal Notes | 
=== 


B. E. Thomas has been appointed assistant general freight 
agent of the Frisco at St. Louis. H. E. Morris has been made 
assistant general freight and passenger agent at Wichita, Kan. 
C. = —— has been appointed assistant general freight agent 
at St. Louis. 


W. R. Adams has been made district freight agent of the 
Alabama & Vicksburg at Monroe, La. 

W. R. Cox has been appointed coal and ore agent of the 
Pennsylvania at Cleveland. H.C. Oliver has been made general 
freight agent at Pittsburgh. W. McL. Pomeroy has been made 
assistant general freight agent at Pittsburgh. 

W. D. VanShaack has bene made general agent of the Pitts- 
burgh & West Virginia at Detroit. 

Hugh Gallagher, formerly assistant operating manager of the 
Pacific Steamship Company, has been made operating manager 
on the newly created executive staff organized to manage traffic 
activities of the Oceanic Steamship Company, which owns and 
operates a fleet of steamers between San Francisco and Sydney. 
M. F. Cropley, formerly assistant freight traffic manager of the 
Pacific Steamship Company, has been made traffic manager on 
the new staff, and H. N. Thomas, formerly assistant general 
passenger agent of the Dollar Line, San Francisco, has been 
made passenger traffic manager for the Oceanic Steamship 
Company. 

Samuel Herndon has been made manager of the traffic de- 
partment of the Cincinnati Chamber of Commerce. 

G. E. White, general freight agent, the Rock Island, is now 
in charge of solicitation and relations with connecting lines, 
at Chicago. Frederick K. Crosby has been appointed general 
freight agent. Carl R. Maier has been made assistant general 
freight agent at Chicago. Ephraim Rigg has been appointed 
assistant general freight agent, in charge of interstate commerce 
matters, at Chicago. J. G. Elgin has been made general agent, 
freight traffic department, at Atlanta, Ga. 

E. W. Trott has been appointed general agent of the Kansas 
City Southern at Joplin, Mo. J. Fielder has been made soliciting 
freight agent at St. Louis. 


S. L. Nunnelly has been made commercial agent of the IIli- 
nois Central at Memphis, Tenn. 

G. E. White has been made traffic manager of the Acme 
Petroleum Company, Chicago, replacing C. O. Green. 


H. L. Graham has been appointed soliciting freight agent 
of the Atlantic Coast Line at Goldsboro, N. C. 


DOINGS OF THE TRAFFIC CLUBS 


The Transportation Club of Louisville will hold its summer 
outing August 10, in the form of an excursion on the Ohio River 
aboard the S. S. America. A program of music, dancing and 
other entertainment has been arranged. 





= ——==—_ = 











The Traffic Club of Syracuse held its annul outing at Bar- 
num’s, Three Rivers, July 23. A program of sports, including 


a baseball game, took place in the afternoon, followed by 4 
shore dinner. 





The Indianapolis Traffic Club will hold its “Pennsylvania 
Railroad Day” at Culver Military Academy, Culver, Ind., August 
13. Luncheon will be served on the train leaving Indianapolis 
at 9 a.m. In the afternoon there will be a golf tournament and 
swimming and boating, as well as other activities. The day 
will close with a banquet at 6:30 p. m. J. L. Eysmans, vice- 
president of the Pennsylvania, will speak on “Getting Ac- 
quainted.” General Gignilliat, superintendent of the Academy, 
will talk briefly on “Greetings.” Henry A. Palmer will be the 


toastmaster. President Joseph G. Kraemer of the Indianapolis 
Traffic Club will preside. 





The Traffic Club of San Diego, organized May 1, held a meet- 
ing at the San Diego Hotel July 27. Speakers were Fred Ashton, 
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Five Business Reasons 
for shipping through 


NORFOLK 


ON HAMPTON ROADS 


1 LOWEST RAIL RATES TO AND FROM 
e PRODUCING AND CONSUMING CENTERS 


Cs the basis of rail freight rates alone, the Port of Nor- 
folk can effect a real economy for the shippers of the 
great producing and consuming areas served by the rail- 
roads radiating from this port. Ask the Norfolk Port 
Commission to prepare a rate statement for you. 


2 EIGHT TRUNK LINE RAILROADS— 
¢ FORTY CARGO STEAMSHIP LINES 


| he te trunk line railroads, radiating to the North, 
Northwest, West, Southeast and South, meet about 
forty general cargo steamship lines, giving scheduled or 
special service between Norfolk and the principal world 
ports. Ask for a Cargo Sailing List. 


3 PERFECT CO-ORDINATION OF 
¢ TRANSPORTATION FACILITIES 


MODERN Belt Line Railroad, owned jointly by the 
port’s eight rail lines, provides perfect co-ordination 

of rail and water transportation, insures shipside delivery, 

and guarantees against terminal congestion. 


4 MUNICIPAL, RAILROAD AND PRIVATE 
e TERMINALS OF MOST MODERN TYPE 


peepee iny that are served by every railroad entering 
the port on an equal basis, a Municipal grain elevator, 
and splendid privately owned piers and warehouses, provide 
real insurance against pier and warehouse congestion. 


MOST IMPROVED TIME AND 
e LABOR SAVING DEVICES 
LOUR and package conveyors, lifting and tiering de- 
vices, locomotive and gantry cranes, electric trucks and 
other modern devices provide quick and cheap handling. 





For Information, Write 
NORFOLK PORT COMMISSION 
NORFOLK, VIRGINIA 
Route Your Shipments Through the 


“Port of Quick Dispatch and Economical Handling” 
<_< _-.  eiuinmnietmeinmieienniaenee 
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president, the Western Traffic Conference; Fred Simpson, presi- 
dent, Los Angeles Retail Merchants’ Association; Professor 
George Denfeld, of Sigma Beta Chi; Fred Hooper, general agent, 
American-Hawaiian Line; Joe Light, D. F. A., the Southern Pa- 
cific, and H. Dorr, T. M., the Isthmian S. S. Company. The 
club now has a membership of 75 steamship, railroad, and in- 
dustrial traffic men. Officers are as follows: President, George 
A. Cookson, traffic manager, Marston & Company; vice-president, 


Y. R. Shields; secretary, W. M. Krames; and treasurer, J. B. A. 
Brennan. 





The Traffic Club of Newark held a golf outing at the Maple- 
wood Country Club, Maplewood, N. J., July 30. It will hold its 
annual outing September 17 at the Mazdabrook Country Club. 
A meeting will be held September 14. 





The Birmingham Traffic and Transportation Club and the 
Traffic Club of Erie have ratified the resolutions adopted at 
Kansas City by the Associated Traffic Clubs of America. 





The Traffic Club of St. Louis held its summer outing at the 
River View Club July 21. There were 440 members in attend- 
ance and a program of golf, swimming, races and bridge, fol- 
lowed by dinner, was carried out. 





The Akron Traffic Club members have been invited by their 
president, H. B. Stewart, to be his guests at the Congress Lake 
Club August 11. A luncheon will be served at 1 p. m., and the 
afternoon will be given over to golf, bathing, boating and fishing. 





The Traffic Club of Dallas met at luncheon July 28. The 
principal speaker was John W. Philp, postmaster of Dallas. The 
club has been active throughout the summer, holding regular 
meetings, the last previous to that of July 28 having been held 
July 14, when a burlesque act was given, portraying the difficulties 
experienced by a freight solicitor calling on the public. 


MID WEST BOARD MEETS 


The Mid West Regional Advisory Board met at Milwaukee 
July 15. Reports of its committees and from the railroads 
showed that business and transportation conditions were good 
vand would probably remain so for the next sixty days. Car 
loadings were reported to be slightly ahead of the two previous 
years in the mid-west territory and condition of equipment was 
reported to be normal, those railroads reporting bad order cars 
and locomotives in excess of the usual percentage, saying that 
they were increasing their forces on repair work so that their 
amount of equipment in bad order would shortly be reduced to 
normal. 

The board voted to form two new commodity committees, 
the metal container and utensils committee and the public utili- 
ties committee. The reports of the committees already organ- 
ized showed that business, generally, had been as good as last 
year and, in some instances, better, notably in the automobile 
industry, the cereal beverage industry, the brick and clay prod- 
ucts industry, and shipments of wheat and corn were expected 
to run higher than in 1924. 

On the motion of E. J. Wormer, chairman, the car cleaning 
committee’s name was changed to the complete car unloading 
committee. Mr. Wormer said it would be found difficult to get 
consignees to clean cars when appealing to them on the basis 
of doing cleaning, but when asked to complete unloading, he 
believed they would be willing to do that, inasmuch as the com- 
mittee’s original report and recommendation were with regard 
completely to unloading cars. 

The next meeting of the board will be at Des Moines Octo- 
ber 21, and the January meeting will be held in Peoria. 


WHAT GAS MAKERS WANT 

Herbert Thompson, chairman of the transportation com- 
mittee of the Compressed Gas Manufacturers’ Association, in 
comment on the abstract of his testimony in the eastern class 
rate investigation (Traffic World, July 25, p. 196), said he be- 
lieved it would be misleading to one not familiar with the situa- 
tion or with his actual language. He said that, while the Com- 
pressed Gas Manufacturers’ Association was not opposed to a 
reasonable revision in class rates or the adoption of a mileage 
scale in Trunk Line territory, if such action seemed proper and 
necessary, it did protest against any revision involving radical 
advances in existing rates or the disturbance of long established 
groupings, with its resulting ill effects upon industry. 

The position of shippers who favored this, that, or some 
other plan generally, was like that of Mr. Thompson; that is, 
they favored some plan if revision seemed proper and necessary. 
Not over two or three shippers favored a revision of rates in 
the sense of initiating something because of dissatisfaction with 
what was in existence. Even those moved in the matter because 
the subject was initiated when the Commission denied fourth 
section relief without listening to what the carriers were ready 
to propose in place of the out of line rates. Mr. Thompson was 
quoted as favoring a revision on a fair basis. 
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Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, whois a member of our legal department, 
will give his opinion in answer to any s:mple question relating to the law 
of interstate transportation of freight. _A traffic man ot long experience 
and wde knowledge will answer questions relating to practical traffic 
problems. We do not desire to take the place of the traffic man but to 
help him in his work. ? ; 

The right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investigation 
herein contemplated. 

Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 





Demurrage—Duty of Carrier as to Furnishing Adequate Switch- 
ing Service 

Louisiana.—Question: Are there any decisions by the Inter- 
state Commerce Commission, State Commissions or the Courts 
covering a question of switching service at local stations? 

Our plant is located at a local station, and during our season 
operates 24 hours. The carrier furnishes our plant switching 
with their local trains, east and west bound. The raw material 
moves into this sttation in such quantities that our siding can- 
not accommodate all loads and any excess is held by the carrier. 

What loads are placed are unloaded promptly and the 
empties remain on our siding until such time that the carrier 
furnishes our plant with another switching. We contend that 
the service furnished by the carrier during our season is inade- 
quate, if they would furnish our plant with three or four switch- 
ings every twenty-four hours all inbound loads would be un- 
loaded within the prescribed free time and no demurrage would 
accrue. 

Answer: We can locate no opinion of the Commission in 
which they have laid down a rule for determining what consti- 
tutes adequate switching service at the plant of an industry 
located on a private siding, insofar as the application of the 
demurrage rules is concerned. 

While, under the Interstate Commerce Act, it is the duty 
of the carrier to furnish adequate transportation service, it is 
more probable that even though the carrier should be required 
to increase the number of switches to the fullest extent that 
could be required of it, the limited capacity of your track would 
not prevent the accrual of demurrage on shipments consigned to 
you during your season. 

The duty of a carrier, under the demurrage rules, is to 
make placement of cars to the extent of the ability of the con- 
signee to unload and therefore the duty of the carrier as to 
furnishing of switching service is necessarily limited by the 
capacity of the consignee’s industry track, as the carrier could 
not be expected to equalize the limited capacity of the con- 
signee’s delivery track by furnishing of switching service beyond 
what may be determined to be adequate switching service in a 
particular instance. See in this connection Union Bag & Paper 
Corp. vs. Director-General, 69 I. C. C. 711; 95 I. C. C. 222; Lehigh 
Silk Dyeing Co. vs. Director-General, 77 I. C. C. 39; Loenig Coal 
Co. vs. G. T. W. Ry., 87 I. C. C. 33; Standard Underground 
Cable Co. vs. Lehigh Valley R. R., 96 I. C. C. 503. 
Inspection—Liability of Carrier When Unauthorized Inspection 

Is Permitted 

Minnesota.—Question: Our company made a sale of 25,000 
bushels of mill oats to a certain party located in the state of 
Kentucky. The mill oats were sold basis delivered a certain 
point, subject to Jones’ approval. All of the mill oats were 
inspected and approved by said Mr. Jones, and certificates of 
his approval accompanied invoice to the buyer. 

The cars were billed by us on uniform domestic bills of 
ladings to our order, notify the buyer. 

The cars, however, upon arrival at billed destination were 
inspected by the buyer who had taken up the draft and presented 
the original order bill of lading to the carrier’s agent at destina- 
ation. The inspection of these cars was permitted by the carrier 
notwithstanding the clause incorporated in the uniform domestic 
bill of lading reading as follows: 

Inspection of property covered by the bill of lading will not be 


permitted unless provided by law or unless permission is endorsed 
on the original bill of lading or given in writing by the shipper. 


The consignee, however, claimed that the cars were not up 
to sample, notwithstanding that he had in his possession the 
original certificates issued by Jones and approved by him. The 
cars were refused and we were obliged to make other disposi- 
tion suffering a loss of 4 to 5 cents per bushel on each car below 
the contract price they were sold for. : 

It, however, is our opinion that the carriers should be liable 
for breach of their contract unless the state law of Kentucky 
permit or demand that inspection of grain be taken under State 
or Federal supervision. We have read numerous cases tried 
before state courts and before the Supreme Court of the United 
States and we find that it is not possible to hold the carriers for 
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For information as to rates, 
routes, service, etc., address 
any of the following repre- 
sentatives: 
Chicago, IIl., 


846 Stock Exchange Bldg., 
H. E. Ruddiman, General Agent, 


Birmingham, Ala., 
822 Brown-Marx Bldg., 
N. W. Guice, General Agent. 


Los Angeles, Cal., 
703 Transportation Bldg., 
J. M. Ford, Commercial Agent. 


Memphis, Tenn., 
1224 Cotton Exchange Bldg., 
C. E. Becker, General Agent. 


Mobile, Ala., 
Municipal Wharf, 
H. M. Wilson, Commercial Agent. 


New Orleans, La., 
200 Board of Trade Annex, 
J. W. Mooney, General Agent. 


San Francisco, Cal., 
430 Sansome St., T. B. Esty, 





Mississippi-Warrior Service 
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On July 22nd new joint rail-barge- 
and-rail rates became effective into 
North Texas. 


These rates apply on all classes of 
freight and the bulk of the commodi- 
ties are also covered. The rates apply 
from Saint Louis, Missouri, Cairo, 
Illinois, and from all points on the 
Illinois Central Railroad and _ the 
Wabash Railway on or east of the 
Mississippi River. 


‘They apply to all points on the 
Vicksburg, Shreveport & Pacific Rail- 
way and to all points on the main 


line of the Texas & Pacific Railway: 


from Shreveport west to Sweetwater, 
Texas, including the important Texas 
cities of Dallas, Fort Worth, Weather- 
ford, Cisco, Abilene, Sweetwater, Ter- 
rell, Mineola, Marshall and Jefferson. 


The Joint rates are all based on 
differentials less than the through 
all rail rates between any of the 
cities and towns on these several rail- 
roads, which reflect substantial 
Savings to shippers. 


The following are typical examples: 


SAVINGS TO SHIPPERS 


(In Cents Per 100 Pounds) 
































CLASSES 
To Texas Common Points it. Pee So Ee TA TR Sey ee 
From St. Louis, Mo., and | | | | 
St. Louis Rate Points ..... 15 151% | 15% | 134% | 9 | 10% | 9 | 9 | 844 | 7% 
From All Other Points of Origin.... | 3114| 27 | 24 | 20 | 13'4| 16%4| 9 |11 | 8%4| 7% 
COMMODITIES 








E Agricultural | Advert?sing | Bakery | Canned | Cord- | Dried | Furni- 
To Texas Common Points Implements Matter Goods | Goods | age | Fruits | ture 
From St. Louis, Mo., and 
St. Louis Rate Points.......... | 11% | 17% | 14 | 10 | 11% | 10% | 13 
From All Other Points of Origin. ........ | 1% | 24% | 14 | 10%/| 11%| 10%)! 13 
COMMODITIES 
wing ! Roofi Tin- | Wooden- 
To Texas Common Points | Leather | Machines | Matches | Paints Geen}. Soap | ware ng 
From St. Louis, Mo., and 
coon St. Louis Rate Points..... | 15% | 16 | 14 | 84 | 7% | 7% | 13% | 13% 
From All Other Points of Origin....| 19 | 20 | 16 | 8% | 7% | 7%! 18%] 13% 


_ Your competitors are using the Barge Line increasingly and with growing 
satisfaction. 


All inquiries are promptly and courteously answered. 
You can address the nearest representative or 


Theodore Brent, Traffic Manager, 
Customhouse, New Orleans. 
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conversion, but we are of the opinion that it would be possible 
to hold them for breach of their contract. 

Answer: In Ernest vs. D. L. & W. R. Co., 134 N. Y. S. 323, 
the court said: 


An initial carrier is not liable for conversion because a company 
having the custody of the property permits it to be looked at either 
by the consignee or any one else. If an examination of the property 
in violation of the agreement between the parties causes damage to 
it, then the first acceptor (initial carrier), may be made to pay for 
that .damage. 

In the present case the evidence undisputably establishes that 
the carrier at the point of destination permitted an inspection of the 
apples, and hence the defendant, in pursuance of the Carmack Act, 
must respond for whatever loss resulted to the plaintiff by the break- 
ing of the agreement. The extent of the loss or injury the plaintiff 
must prove. There is no claim that the apples were injured by the 
inspection, or that the refusal of the Chicago firm to accept the 
apples, which they were not legally bound to purchase, was by rea- 
son of this inspection. There is not the slightest proof of any loss or 
damage or injury to the fruit. On the contrary, the proof shows they 
were not injured at all by the inspection. The railroad company 
retained the actual possession of the property. Its dominion over it 
was not surrendered, and the plaintiff was promptly notified by 
Train, Letterman & Ford (parties to be notified), that they did not 
wish the apples, and plaintiff refused to receive them from the rail- 
road company. It knew possession of the apples was not to be given 
to the Chicago firm until it had honored the draft upon it. The rail- 
road company did violate its agreement, and the measure of its 
liability for that breach was the loss or injury to the apples. With- 
out regard to the Carmack Amendment and the approval of the 
uniform bill of lading the courts have held that conversion did not 
lie for an unauthorized inspection of goods at the point of destination. 
Dudley vs. C. M. & St. P., 52 S. E. 718 (W. Va.); Sloan vs. Caro- 
lina Cent. R. R. Co., 36 S. E. 21 (N. C.); Yuille-Miller Co. vs. 
C. I. & L. Ry. Co., 128 N. W. 1099 (Mich.). See also, Wamsley vs. 
Atlas 8.S. Co., Ltd., 168 N. Y. 533, 61 N. E. 896. 


Apparently, if it can be shown that the shipper was actually 
injured by reason of the carrier’s permitting inspection of the 
shipment in disregard of the bill of lading clause to the effect 
that inspection is not to be allowed, except where the right of 
inspection is given by law regardless of the bill of lading provi- 
sion to the contrary, damages may be recovered through suit by 
the consignor. We have, however, been unable to locate a case 
in which damages have been recovered under such circumstances. 
Reconsignment to Point Within Switching Limits—After Place- 

ment 

Florida.—Question: We shipped from various Florida ship- 
ping points twenty carloads of oranges and grapefruit to New 
York City that were sold and intended for delivery to John Doe, 
Bronx Produce House, Harlem River, N. Y. 

All cars were consigned to the Exchange,—advise Richard 
Roe, Harlem River Station, New York, N. Y., and were routed 
via Potomac Yards-Pennsylvania Railroad N. Y. N. H. & R. R. R. 
Delivery. 

After arrival of these cars at Harlem River, they were placed 
on the team track and were later inspected and accepted by 
John Doe, and then ordered to the Bronx Produce House for 
unloading. 

The New Haven Road assessed charges on all of these cars 
on basis of the through rate named in Glenn’s I. C. C. A-432 to 
Jersey City plus a floatage charge of 10 cents per 100 lbs., a 
switching charge of 6-3/10 cents per 100 pounds—and an addi- 
tional switching charge of $2.70 per car for switching the cars 
from the Harlem River team tracks to the Bronx Produce House. 

The New Haven Road have declined all of our overcharge 
claims filed on basis of the New York City rate named in Glenn’s 
I. C. C. A-432—see Item No. 36, page 208—plus the switching 
charge of $2.70 per car from the team tracks to the Bronx Pro- 
duce House. They claiming that in order to get the benefit of 
the through rates named in Glenn’s I. C. C. A-432 the shipments 
would have to be consigned direct to John Doe, Bronx Produce 
House, Harlem River, N. Y. 

Answer: Apparently the subsequent movement of the car 
in question constituted a reconsignment within the meaning of 
rule 13 of the reconsigning rules which provides: 


Cars that have been placed for unloading and which are subse- 
quently reforwarded without being unloaded to a point within the 
switching limits of the billed destination will: not be subject to a 
diversion or reconsignment charge but will be subject to the rate 
or charge for local movement in addition to the rate from point 
of origin to billed destination. 


Undercharges—Suits by Railroad Administration on Shipments 
During Federal Control 


iNinois.—Question: Will you please advise whether or not 
the statute of limitations as set forth in the transportation act 
runs against freight charges that accrued under federal control, 
and would these charges be subject to the statutes of limitation 
of the various states? 

The shipment we have in mind moved in November, 1919, 
from a point in Alabama to a point in Kentucky. 

Answer: In the DuPont case, 264 U. S. 456, it was held that 
the provisions of paragraph 3 of section 16 of the interstate 
commerce act, which, effective Feb. 28, 1920, prescribed a three- 
year period of limitation within which an action could be brought 
by a carrier for the recovery of its charges, or any part thereof, 
do not apply to actions by the Director-General for the recovery 
of charges on shipments moving during the period of federal 
control. In this case the Supreme Court said: 
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In taking over and operating the railroad systems of the 
country the United States did so in its sovereign capacity, as q 
war measure, “under a right in the nature of eminent domain,’ 
North Carolina R. R. Co. vs. Lee, 260 U._S. 16; Missouri Pacific 
R. R. Co. vs. Ault, 256 U. S. 554; Northern Pacific Ry. Co. vs. North 
Dakota, 250 U. S. 135; in re Tidewater Coal Exchange, 280 Fed, 
Rep. 648, 649; and it may not be held to have waived any sovereign 
right or privilege unless plainly so provided. Moneys and other 
property derived from the operation of the carriers during fed- 
eral control, as we have seen, are the property of the United 
States. Sec. 12, 40 Stat. 457. An action by the Director-Genera} 
to recover upon a liability arising out of such control is an action 
on behalf of the United States in its governmental capacity. (Ches,. 
& Del, Canal Co. vs. United States, 250 U. S. 123, 126; in re Tide- 
water Coal Exchange, supra), and, therefore, is subject to no 
time limitation, in the absence of congressional enactment clearly 
imposing it. United States vs. Nashville, etc., Ry. Co., 118 U. §, 
120, 125; United States vs. Whited and Wheless, 246 U. S. 552, 561. 
Statutes of limitation sought to be applied to bar rights of the 
government, must receive a strict construction in favor of the 
government. United States vs. Whited and Wheless, supra. 

The foregoing analysis of the acts of Congress viewed in the 
light of the principles just stated, demonstrates that sec. 424 
has no application to an action of the kind here involved, but 
applies to common carriers apart from their operation under fed- 
eral control, and we so hold. 


The statement that an action by the Director-General to 
recover upon a liability arising out of such control is an action 
on behalf of the United States in its governmental capacity, and, 
therefore, is subject to no time limitation, in the absence of 
congressional enactment clearly imposing it, is an answer to 
your query as to whether an action by the Director-General 
would be subject to the statutes of limitation of the various 
states, in that the court holds in this case that Congress has not 
imposed such a limitation. 


Long and Short Haul 


Massachusetts.—Question: Will you please advise your 
opinion regarding the following? A carrier published in its 
tariffs prior to January of this year a rate from A to C, a com- 
petitive point, which was less than its published rate to B, a non- 
competitive intermediate point. January of this year, however, 
rate to B was reduced to the same as C. Its tariffs made no 
reference to any authority for departures from the fourth sec- 
tion of the act in the publication of the lower rate to the more 
distant and competitive point. 

We have sought reparation on the informal docket on numer- 
ous shipments which have moved from A to B, prior to January 
of this year and upon which a higher rate was assessed than to 
C, a more distant point over the same route on the basis that 
the rate so charged was unjust and unreasonable in violation of 
sections 1 and 4 of the act, and that carrier’s tariffs did not 
conform with the Commission’s tariff rules as set forth in rule 
77, paragraph (b) of its Tariff Circular 18-A. 

The carrier has declined to handle our complaint on the 
informal docket on the ground that the rate to C has been made 
lower for a number of years because of competitive conditions. 

Will you, therefore, advise if a rate made to meet competi- 
tion which is. lower than a rate to an intermediate point is 
lawful? 

Answer: While the Commission has held in several cases 
that the publication of a rate to a certain point subject to rule 
77 is tantamount to an admission by the carriers that the higher 
rate to an intermediate point was unreasonable and that a pre- 
vious request for the establishment of the lower rate to the 
intermediate point is not a condition precedent to the awarding 
of reparation (Du Pont De Nemours & Co. vs. Director-General, 
55 I. C. C. 247; Standard Asphalt & Refining Co. vs. Director- 
General, 66 I. C. C. 611), the Commission has also held in a 
long line of cases that a violation of the long-and-short-haul pro- 
vision of the fourth section of the act does not of itself con- 
stitute a basis for an award of reparation. Iten Biscuit Co. vs. 
C. B. & Q. R. R., 50 I. C...C. 724. 

Under Fourth Section Order 3700 and supplementary orders 
the Commission has granted relief from the fourth section where 
certain conditions exist. Likewise, the Commission will upon 
application grant relief from the fourth section upon the ground 

of carrier competition in cases where it finds that such relief 
is warranted by the circumstances of the case. See Corporation 
Commission of Oklahoma vs. A. & S. Ry. Co., 98 I. C. C. 183 (251). 

Unless this permission is secured, a carrier apparently sub- 
jects itself to the penalties of section 10 of the act by publishing 
the lower rate for the longer haul. Nevertheless, the published 
rate must be charged and the fact that the carrier may be sub- 
ject to a penalty gives the shipper no right to reparation for the 
violation. See, in this connection, the decision in the Parrington 
case, 264 U. S. 403, in which the court said: 


What liability did the carrier incur by publishing a rate from 
Pecos lower than the scheduled one from Roswell without the 
Commission’s permission, and thereafter imposing and collecting 
the higher rate upon the shipment to Walla Walla? 

Construing the words of section 4 literally, it is argued that 
unless some property moved over the longer distance at the lower 
rate before greater compensation was charged for transporting 
like property over a shorter one, there was no violation of law. 
We cannot accept this view. It does not accord proper weight 
to imperative requirements concerning publication of rates and 
subsequent observance of them. The Commission holds, for ex- 
ample, that although the schedule contains a plain clerical error, 
nevertheless no other charge may be demanded and the shipper 
may recover any excess. Lamb-Fish Lumber Co. vs. Y. & M. V- 
mR & Co, ga i. C. Cy Seg, 
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THE CHESAPEAKE & OHIO 
RAILWAY COMPANY 


Service Between The East and West 
THROUGH PULLMAN CARS 














Chicago - Cincinnati - Louisville - St. Louis - Indianapolis 


New York - Philadelphia - Baltimore - Washington - Richmond 
Newport News and Norfolk 


Best of Connections for All Points West and Southwest 











Superior Dining Car Service 


All tickets carry stopover privileges at White Sulphur, W. Va., The Hot Springs of Virginia, 
Richmond, Va., and Washington, D. C. 


THE SCENIC AND HISTORIC LINE 


The C @ O carries you through the canyons of the New River 
and over the beautiful Alleghany and Blue Ridge Mountains. 
An ever changing, panorama of Wonder Scenes, and into the 
richest field of historic interest in America. , 





MONTICELLO—(at Charlottesville, Va.) The beautiful Colonial home of 
Thomas Jefferson. A National Shrine. 


RICHMOND, VA.—Rich in colonial and national memories. 


WILLIAMSBURG, VA.—Here stands William and Mary College founded 
in 1692. 


JAMESTOWN, VA.—(7 miles from Williamsburg.) Here in May 1607 
was founded the first English settlement in America. 


YORKTOWN, VA.—(8 miles from Lee Hall.) October 19, 1781, Cornwallis 
surrendered to Geo. Washington. 


WASHINGTON, D. C.—The Nation’s Capital. One of the most beautiful 
cities in the world. 





RPA=DWOXoO= 
HAAZAOV 


At the above points the traveler will find many interesting 
historical features too numerous to mention. 











0. N. SPAIN 
JNO. D. POTTS Eastern Passenger Agent GEO. COOMBS 
Passenger Traffic Manager Washington, D. C., and 299 Asst. General Pass. Agent 
Richmond, Va. Broadway, New York City Cincinnati, Oo. 
T. H. GURNEY F. E. LANDMEIER R. E. PARSONS 
General Passenger Agent Western Passenger Agent District Passenger Agent 
Richmond, Va. St. Louis, Mo. Louisville, Ky. 
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The record shows, we think, that the carrier violated the 
statute by publishing the lower rate for the longer haul without 
permission and, prima facie at least, incurred the penalties of 
section 10. Also, it became “liable to the person or persons in- 
jured thereby for the full amount of damages sustained in conse- 
quence of * * * such violation,” together with reasonable 
counsel fees, as provided by section 8. But mere publication of 
the forbidden rate did not wholly efface the higher intermediate 
one from the schedule and substitute for all purposes the lower 
one, as a supplement might have done, without regard to the 
reasonableness or the unreasonableness of either. 


ABANDONMENT OF LINES 


The Commission has granted, in part, the application of 
the Manistee & Northeastern Railroad Company and the Michi- 
gan Trust Company, receiver, for authority to abandon the line 
of the Manistee, extending from Manistee to Traverse City, 
Mich., with branches from Onekama Junction to Onekama; from 
Solon to Provemont; and from River Branch Junction to Gray- 
ling, Mich., a total distance of 182 miles. Abandonment of that 
part of the line between River Branch Junction and Grayling, 
approximately 77 miles long, was authorized. The Commission 
said the report did not clearly establish that operation of the 
main line from Manistee to Traverse City would necessarily 
result in a loss. The report said that the territory served by 
the Manistee included much cut-over timber land. The line was 
built to transport forest products, and was moderately success- 
ful while the timber lasted, the report said. From January 1, 
1919, to July 31, 1924, the deficit in net railway operating income 
was $29,262. This deficit may have resulted from the opera- 
tion of the River branch, the Commission said. 

The Commission has authorized the Chicago, Milwaukee & 
St. Paul to abandon a line of railroad extending from a point 
near Tomah to Norway, Wis., a distance of about 13 miles. The 
carrier was denied authority to abandon the part of the line 
from Norway to a point near Babcock, Wis. Permission was 
asked to abandon the line from Babcock to Tomah, Wis. The 
Wisconsin commission recommended denial of the application, 
or, if the Commission was of opinion that some relief was war- 
ranted, that the abandonment be limited to that part of the 
line between Tomah and Norway. 


FRUIT AND VEGETABLE SHIPMENTS 


Shipments of 26 fruits and vegetables the week ended 
August 1 totaled 18,090 cars as compared with 19,700 cars 
(revised) the preceding week, according to reports made by the 
railroads to the Bureau of Agricultural Economics of the De- 
partment of Agriculture. Shipments were reported as follows: 

Apples, 483 cars; cabbage, 186 cars; cantaloupes, 1,598 cars; 
cauliflower, 5 cars; celery, 95 cars; cherries, 132 cars; cucum- 
bers, 214 cars; eggplant, 4 cars; grapes, 577 cars; .grapefruit, 
8 cars; lemons, 131 cars; lettuce, 580 cars; miscellaneous melons, 
94 cars; mixed citrus fruits, 20 cars; mixed deciduous fruits, 338 
cars; mixed vegetables, 705 cars; onions, 671 cars; oranges, 422 
cars; pears, 1,193 cars; peaches, 4,514 cars; peppers, 14 cars; 
plums and prunes, 153 cars; string beans, 10 cars; sweet 


potatoes, 215 cars; tomatoes, 449 cars; watermelons, 2,622 cars; 
potatoes, 2,657 cars. 


ILLINOIS COMMUTATION FARES 


In a brief on No. 11703, in the matter of intrastate commu- 
tation fares within the state of Illinois, A. E. Hueneryager, 
counsel for the City of Zion and Zion Institutions & Industries, 
lays down the fundamental propositions that the Chicago & 
North Western has failed to sustain the burden of proving that 
the present Illinois commutation fares constitute an undue or 
unreasonable advantage, preference or prejudice in favor of 
persons or places in Illinois, or cause any undue, unreasonable 
or unjust discrimination against Illinois-Wisconsin interstate 
commutation traffic and that it is trying to recoup its losses on 
through business by alleging that the fares on 93 per cent of 
the commutation business, which is Illinois traffic, causes an 
unjust discrimination against the seven per cent interstate traffic, 
about which, he asserts, not one complaint has been made. 

However, he says that if the Commission should hold unlaw- 
ful discrimination does exist as between state and interstate 
fares, then it must logically follow, and he urges the Commission 
so to hold, that undue discrimination exists, and to order its 
removal, on 10 and 25 mile ride tickets within Illinois, between 
Zion and Chicago vs. Chicago and Lake Forest, Fort Sheridan 
and other points between Chicago and City of Zion, in such in- 
stances as the City of Zion is compelled and does pay a higher 
rate per mile per ride than other cities south of Zion in Illinois 


to and from Chicago on the Milwaukee division of the Chicago 
& North Western. 


COAL PRODUCTION AND SHIPMENT 

Production of soft coal amounted to 9,255,000 net tons the 
week ended July 25, a gain of about 3 per cent as compared with 
the preceding week, according to estimates of the Bureau of 
Mines of the Department of Commerce. This was the first week 
since early in March when production exceeded 9,000,000 tons. 
Anthracite production is estimated at 2,049,000 net tons for the 
week ended July 25, the largest weekly output so far recorded 
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this year. Cars of coal forwarded over the Hudson to easter 
New York and New England the week ended July 18 were ro. 
ported as follows: Bituminous, 2,412; anthracite, 3,765. Tide. 
water bituminous coal shipments from Hampton Roads totaleg 
883,245 net tons the week ended July 25. Bituminous ¢oq) 
dumped into vessels at Lake Erie ports the week ended July 9 
totaled 861,221 net tons. Anthracite shipped from Lake Brie 
ports the week ended July 26 totaled 31,720 net tons. 


BOND AUTHORITY GRANTED 


The Commission has authorized the Virginian Terming| 
Railway Company to issue $492,000 of first mortgage 5 per cent 
50-year bonds and to deliver them to the Virginian Railway Com. 
pany in reimbursement of advances made by it to the termina] 
company. Authority has also been granted to the Virginian 
Railway Company to assume obligation and liability, as guar. 
antor of the bonds to be issued, and to pledge them with the 
trustee of its first mortgage dated May 1, 1912. 


NEW ENGLAND DEMURRAGE 


The report of the New England Demurrage Commission for 
June, 1925, shows 242,948 cars reported, with an average deten- 
tion of 1.55 days, 86.8 per cent of cars released in free time, and 
$120,849 demurrage assessed, as against the following figures 
for June, 1924: 218,233; 1.55; 86.9; $110,978. 


PETITIONS FOR REHEARING, ETC. 


Agents Eugene Morris and C. W. Galligan, acting on behalf 
of the Central Freight Association and Illinois Freight Associa- 
tion lines, respectively, have filed a petition with the Commis. 
sion in Docket No. 15110, Jones & Laughlin Steel Corporation 
vs. B. & O. R. R. et al., asking for a thirty-day extension of time 
from September 15 within which to comply with the Commis. 
sion’s decision and order therein. 

The complainant in No. 15441, Kieckhefer Container Conm- 
pany vs. C. & N. W. Ry., and Director-General, has asked for 
a rehearing therein. 

The St. Louis Southwestern Railway has filed a petition with 
the Commission requesting modification of its order of June 2, 
as amended July 11, in Docket No. 9702, Memphis-Southwestern 
Investigation. 

The applicant in Finance No. 3525, in re proposed construc 
tion of extension by Aroostook Valley Railroad, has asked the 
Commission to grant a further hearing therein. 





Digest of New Complaints 


No. 16485, Sub. No. 2. Pendleton & Gilkey, Minneapolis, Minn., vs. C. 
& O. et al. 


Unreasonable and illegal charges on posts from Redby, Minn., to 
Gaston, Ind. Asks reparation. 


No. 16485, Sub. No. 3. Same vs. C. I. & L. et al. 

Same complaint and prayer with respect to shipment of posts 
from Redby, Minn, to Rensselaer, Ind. 

No. 16765, Sub. No. 13. Wemhoff Monumental Works, Decatur, Ind. 
vs. Central Vermont et al. 

Unreasonable and unlawful charges on monumental granite from 
Northfield, Vt., to Decatur, Ind. Asks reparation. 

16944, Sub. No. 3. Congoleum-Nairn, Inc., Philadelphia, Pa., vs. Penn- 
sylvania et al. 

Unjust and unreasonable rates on linoleum, cork carpet, felt 
base floor covering, etc., in straight or mixed C. L., westbound, 
from Kearney, Camden, Salem, N. J., Marcus Hook, Pa., Asbestos, 
Md., and Chicago, Ill., to Pacific Coast territory. Asks for estab- 
lishment of rates not in excess of $1.15 from Chicago or $1.45 from 
Kearney and other points mentioned. 

17124, Sub. No. 2. Cuthbert Cut Stone Co., Wichita, Kan., vs. Midland 
Valley R. R. et al. 

Unjust and unreasonable rates on_natural stone, C. L., other 
than bituminous asphalt rock, from Wichita, Kan., to all points in 
Oklahoma and Texas. Asks for establishment of fair, reasonable 
and just rate for the future, and reparation. 

No. 17212. Parkersburg Rig & Reel Co., Parkersburg, W.. Va., VS. 
Santa Fe et al. 

Unreasonable and prejudicial rates and charges on iron and 
steel articles from New Philadelphia, O., Parkersburg, W. Va., to 
points in Kansas, Arkansas, Louisiana, Oklahoma and Texas, 
fabricated in transit at Parkersburg. . Asks reasonable charges 
and reparation. 


No. ris = Engineering & Foundry Co., Pittsburgh, Pa., vs. 

3 . et al. 

Rates and charges in violation of first four sections of the act, 
on annealing boxes, rough castings, from Vandergrift, Pa., to 
Ashtabula, O., annealing boxes and rolling mill rolls to Cleveland, 
and similar shipments to Elyria and Canton, O. Asks reparation. 

No. 17214. Stott Briquet Co., St. Paul, Minn., vs. Pennsylvania et al. 

Unreasonable rates on culm from points in Pennsylvania to 
lake ports such as Buffalo, Erie, Ashtabula and Cleveland. Asks 
reasonable rates and reparation. 


No. 17215. J. R. Beggs & Co., St. Paul, Minn., vs. B. & O., et al. 


Unreasonable charges on potatoes from McIntosh, Minn., to 
Fairmont and Parkersburg, W. Va., and from Thompson, N. D. 
to Wheeling, W. Va. 

No. —_ Amicon Fruit Co., Williamson, W. Va., vs. Lehigh Valley 
et al. 


Rates in violation of Sections 1 and 4 of the act on cabbage 
from Cortland, N. Y., to Williamson, W. Va. Asks cease and de- 
sist order, just and reasonable rates and reparation. 

17217. ae C. Meyer et al., State College, Pa., vs. Bellefonte Cen- 
tral R. R. et al 


Alleges violations of Sections 1 and 3 of the act on numerous 
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Alton Brick Company 
Alton, Il. 

Binghamton Brick Company 
Binghamton, N.Y. 

Central Clay Products Co. 

(Distributors MACK Paving Brick) 
Wilkes-Barre, Pa. 

Cleveland Brick & Clay Company 
Cleveland , Ohio 

Clydesdale Brick & Stone Co. 
Pittsburgh, Pa. 

Coffeyville Vitrified Brick& Tile Co. 
Coffeyville, Kans. 

Collinwood Shale Brick Company 
Cleveland, Ohio 


Francis Vitric Brick Company 
Boynton, Okla. 
Georgia Vitrified Brick & Clay Co. 
ugusta, Ga. 
Globe Brick Company 
East Liverpool, Ohio 
Hisylvania CoalCo. 
Columbus, Ohio 
Hocking Valley Brick Company 
Columbus, Ohio 
Independence Paving Brick Co. 
Independence, Kans. 
Metropolis Paving Brick Co. 
Pittsburg, Kansas 
Metropolitan Paving Brick Co. 
Canton, Ohio 


Mineral Wells Brick Co. 
Mineral Wells, Texas 

Moberly Paving Brick Company 
Moberly, Mo. 

‘Murphysboro Paving Brick Co. 
Murphysboro, II. 

Nelsonville Brick Co. 
Nelsonville, Ohio 

Peebles Paving Brick Company 
Portsmouth, Ohio 

Purington Paving Brick Company 
Galesburg, Ill. 

Southern Clay Mfg. Company 
Chattanooga, Tenn. 

Springfield Paving Brick Company 
Springfield, Ill. 


Sterling Brick Company 

Olean, N. Y. 

Streator Clay Mfg. Company 
Streator, Ill. 

Thornton Fire Brick Co 
Clarksburg, W. Va. 

Thurber Brick Company 
Ft. Worth, Texas 

Toronto Fire Clay Company 
Toronto, Ohio 

Trinidad Brick & Tile Company 
Trinidad, Colo. 

Veedersburg Paver Company 
by aay Ind. 

Western Shale Products Company 
Fort Scott, Kans. 

Westport a Brick Company 
Baltimore, Md. 





EVENTY-ONE Vitrified 

Paving Brick plants, locat- 
ed in 16 states could give the 
railroads of the country a tonnage 
increased by at least 60%. When 
this increase will be given the 
carriers can be decided by the 
carriers at any time. 


VITRIFIED PAVING 





VITRIFIED BRICK PAVEMENTS OUTLAST THE BONDS 





NATIONAL PAVING BRICK MANUFACTURERS ASSOCIATION, ENGINEERS BLDG., CLEVELAND, OHI¢ 
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commodities from various destinations in the United States to 
State College, Penna. Asks for cease and desist order, just and 
reasonable rates, and reparation. 

No. 17218. Wilson & Co., Inc., of Oklahoma, Oklahoma City, Okla., 
vs. C. R. I. & P. et al. 

Rates in violation of the first four sections of the act, on salt 
from points in Kansas and Louisiana to Oklahoma City, as com- 
pared with rates from same origin points to Ft Worth and North 
Ft. Worth, Tex. Asks cease and desist order, reasonable and non- 
prejudicial rates and reparation. 

17219. Chess-Wymond Co. of Louisiana et al., Jackson, Miss., vs. Ala- 
bama & Vicksburg et al. 

Unjust and unreasonable rates on oak staves and heading from 
Jackson and Port Gibson, Miss., and Hammond and Winnsboro, 
La., to Pacific Coast terminals. Asks for cease and desist order, 
just and reasonable rates, and reparation. ; 

17220. O. A. Mann & Company, La Grange, Ga., vs. Atlantic Coast 
Line Railroad. 

Alleges unlawful rates on sand and gravel in straight C. L., from 
Montgomery, Ala., to Bonnyman, Ga., during period October, 1923, 
paleo 5 1924. Asks reparation in the amount of $1,105.46, with 
interest. 

a “oe Oil Refining Corporation, Shreveport, La., vs. St. L. 
3. wee 

Alleges violations of Sections 1, 2 and 3 of the act on shipments 
of crude oil moving from Verla, Ark., to Shreveport, La., between 
July 1 and October 1, 1923. Asks reparation. 

17222. Omaha Grain Exchange, Omaha, Neb., vs. C. B. & Q. R. R. et al. 

Undue prejudice and disadvantage to Omaha, Neb., and undue 
and unreasonable preference of Kansas City, Mo., in violation of 
Section 3 of the act, with respect to rules and regulations govern- 
ing the coopering of grain doors on shipments of grain and grain 
products. Asks cease and desist order, the estblishment of the 
same rules and regulations at Omaha as now in force at Kansas 
City, and reparation. 

17223. C. E. Rockstroh & Co., Inc., New York City, vs. Central of 
Georgia Ry. et al. 

Unreasonable rate on two C. L. shipments of imported burlap 
bagging from Savannah, Ga., to Milwaukee, Wis., and one C. L. 
from Savannah to Chicago, Ill., durfng 1921. Asks reparation . 

— wy Southern Lumber Company, Laurel, Miss., vs. A. G. S. 

s = ys 

Alleges violations of Sections 1, 2, 3 and 6 of the act on ship- 
ments of yellow pine lumber from Laurel, Miss., to destinations 
in Ohio, during months of August, September, October, November 
and December, 1924, and January and February, 1925. Asks for 


reparation in the sum of $228.18. 
17225. Armstrong Cork Company, Pittsburgh, Pa., vs. San Antonio & 


Aransas Pass Ry. et al. 

Alleges misrouting on shipment of bales of cotton duck from 
Gonzales, Tex., to Lancaster, Pa., made in December, 1922. Asks 
reparation. 


17226. Northwestern Leather Company Trust et al., Boston, Mass., 
vs. Mobile & Ohio et al. ; 

Alleges violations of Sections 1 and 4 of the act on shipments 

of green salted hides, C. L., from Meridian, Miss., to Portville, N. 


Y. Asks cease and desist order, just and reasonable rates, and 
reparation. 
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DOCKET OF THE COMMISSION 


items in the Docket marked with an asterisk (*) are 
naving been added since the last issue of The Traffic World. Caincg: 
lations and postponements announced too late to show the Change in 
this Docket will be noted elsewhere. 


August 10—Washington, D. C.—Examiner Quimby: 
Val. No. 485—In re tentative valuation of the property of the cy. 
cago & Illinois Midland Ry. Co. 
August 10—Denver, Colo.—Examiner Jewell: 
bee wagers, Portland Cement Company vs. C, R. I. & G. Ry 
et al. ‘ 
August 10—San Francisco, Calif.—Examiner Carter: 
1. & S. No. 2455—Fruits and vegetables between Pacific Coast States, 
August 13—Portland, Ore.—Examiner Carter: 
1. & S. No. 2455—Fruits and vegetables between Pacific Coast States, 
August 14—Washington, D. C.—Examiner Sweet: 
‘Valuation No. 26—San Pedro, Los Angeles & Salt Lake R. R. (% 
(Further hearing.) ‘ 
August 20—Washington, D. C.—Examiner Boles: 
* Finance No. 4971—Application of St. L.-S. F. Ry. Co. for authority 
to acquire control of Jonesboro, Lake City & Eastern R. R. (Co, by 
purchase of capital stock, and to lease the railroad of that com. 


pany. 

August 24—Washington, D. C.—Examiner Boles: 

* Finance No. 4701—Application of Hartland R. R. Co. for a certificate 
of public convenience and necessity authorizing the acquisition 
and operation of a line of road in Clay County, West Virginia, 

September 1—Cape Girardeau, Mo.—Examiner Hall: 

‘16840—Roth Tobacco Co. vs. C. & E. I. Ry. et al. 

September 1—Salisbury, Md.—Examiner Armes: 

'17096—William F. Allen & Co. et al. vs. B. C. & A. Ry. et al. 

September 1, 1925—Washington, D. U.—Examiner Law: 

Finance No. 3927—Excess income of the Shreveport, Houston & 
Gulf Railroad Company. 
September 2—Washington, D. C.—Examiner Davis: 
* Finance No. 4942—Application of Wabash Ry. Co. for authority to 


i control of the Ann Arbor R. R. Co. by purchase of capita! 
stock. 


September 2—Omaha, Neb.—Commissioner Lewis: 
* 1, & S. No. 2464—Combination rule on stone between southern and 
western points. 
* 1]. & S. No. 2464 (ist Supplemental Order)—Combination Rule on 
stone between southern and western points. 
September 2—Montgomery, Ala. ; 
16295—Fertilizers and fertilizer materials between Southern points. 
16335—Rates on fertilizers and fertilizer materials within the State 
of South Carolina. 
16336—Rates on fertilizers and fertilizer materials within the State 
of Alabama. 
16484—Rates on fertilizers and fertilizer materials within the State 
of Georgia. (Further hearing.) 
September 2—Washington, D. C.—Examiner Gibson: 
Val. Dkt. No. 382—In re tentative valuation of the property of the 
West Jersey & Seashore R. R. Co. 
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“TRAFFIC SERVICE” 


Interstate Commerce Cases 
Rate Compilations 

Traffic Statistics 

ICC Reports Furnished 


Advisory Service on ICC Procedure 
and the Law of Carriers 

Rate Quotations 

Tariff Interpretations 


Loss and Damage Claims 
Overcharge Claims 
Freight Bills Audited 
Routings 


INTERSTATE TRAFFIC COMPANY 


TRAFFIC MANAGERS 
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J. M. SMITH, Manager 


Washington, D. C. 


Phone Main 6810 
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AMERICAN FREIGHT BUREAU 
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INDUSTRIAL SHIPPERS SERVICE, INC. 
TRAFFIC SPECIALISTS 


= Traffic Service. ews Gat 
ion Cases. Overcharge, Loss amage 
Claims. Auditing and Routing. 

Car Tracing Service That MOVES FREIGHT 


Fifth Floor, Lincoln Bldg., Detroit | Box 172, 


CHARLES E. BELL 


TRAFFIC ANALYST 
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630-632 Transportation Bldg.. Washington, D. C. 


CAMPHUIS & COMPANY, Inc. 
Customs Brokers Forwarding Agents 


Write us for a copy of our revised 
“SHIPPING INSTRUCTIONS” 
to Mexico via the Texas Border Ports 


BISHOP & BAHLER 


TRAFFIC MANAGERS 
All Traffic and T: tion Matters 
Interstate Commerce and Commission Cases 


E. W. HOLLINGSWORTH 
Commerce Attorney 


San Francisco 
127 Montgomery Street 


YOUR ANNOUNCEMENT 
in this directory for 52 consecutive 
’ issues will cost less than first class 
postage to mail a single communi- 
cation to each one of our readers. 
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THE TRAFFIC SERVICE CORPORATION 


WASHINGTON CHICAGO 
MILLS BUILDING 418-430 8. MARKET STREET 
Phone, Main 3840 Telephone, State 8636 
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For more than 27 years the 
Trans-Continental Freight Company 
has taken advantage of every avail- 
able new idea—practical or theoret- 
ical—which might tend to develop 
its service to the shipping public. 


Study and experience have put it in 
the enviable position of a leader in 
its field—because both together have 
equipped its organization to dispose 
of the business at hand, better and 
better each year. 


Our trained experts can handle your 
shipping with greater facility, and 
probably less expense. The nearest 
branch will gladly tell you how. 


Tee - Continental Freight Co. 


General Offices: 7 So. Dearborn Street, Chicago 
Eastern Offices: Woolworth Bldg., New York City 


BRANCH OFFICES 


Beston, Mass. Minneapolis, Minn. 
Buffalo, N. Y. Omaha, Neb. 
Cincinnati, Ohie Philadelphia, Pa. 
Cleveland, Ohio Portland, Ore. 


Denver, Colo. 
Detroit, Mich. 
Kansas City, Mo. 
Les Angeles, Cal. 


St. Paul, Minn. 
Salt Lake City, Utah 
San Francisco, Cal. 
Seattle, Wash. 

St. Louis, Mo. 


Consolidators of machinery, merchan- 
dise, household goods, automobiles, 
etc., for more than 27 years. 
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OPERATING 


INTERSTATE TERMINAL WAREHOUSES, Inc. 
leveland, 

NORTH PIER TERMINAL CO., Chicago 
(Subsidiary Interstate Terminal Warehouses, Inc.) 

INDIANA REFRIGERATING CO.., Indianapolis 
(Subsidiary Interstate Terminal Warehouses, Inc.) 

CINCINNATI TERMINAL WAREHOUSE 
Cincinnati 

MICHIGAN TERMINAL WAREHOUSE 


Detroit 


INDIANA TERMINAL WAREHOUSE 
Indianapolis 


National Terminals Corporation 
Can Serve You Best 


TEVELAND, O gli imate 


USES INS CO era TET 


~ NORTH PIER:TERMINAL ; CHICAGO, 


Brokers’ Offices - General Storage + Cold Storage - Forwarding + Distributing 
Executive Offices 


240 South Pennsylvania Street 
INDIANAPOLIS, IND. 


Chicago Office 
589 East Illinois Street 
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Take the Shortest Cut 
to Your Consuming Markets 


WE BRIDGE THE GAP 


THE U. S. DEPARTMENT OF 
COMMERCE 
advocates the use of merchandise 
warehouses with rail connections 
as a primary step to the elimina- 
tion of waste in distribution. 


HE Pennsylvania Railroad System invites you to 

take advantage of the facilities which it offers for 
storage and distribution through the warehouses that 
it provides at strategic centers. 


These warehousing facilities will help to eliminate 
waste in your distribution process, saving you time and 
real money. They will furnish you with a prompt and 
efficient representation in your markets in ways which 
probably have not occurred to you. 


Write to any of the warehouses mentioned, and prompt 
and concise answers will be made to your inquiries. 


Whenever possible, consignments in care of these 
warehouses should be routed over the lines of the 
Pennsylvania Railroad System. 


) Milwsukee @ 


\ 


CHICAGO 


+ HARRISBURG 


\ PHILADELPHIA 


BA, TIMORE (°7 \ 





RAILROAD 
SYSTEM 





LERNER RIN. REE 


arse om leciiineni 
Keystone Warehouse, Harrisburg, Pa. 
The Terminal Warehouse Co., Baltimore, Md. 


eee eae 


Western Warehousing Co., Chicago, Ill. Pennsylvania Terminal Warehouse Co., St. Louis, Mo. | 
Fort Erie Warehouse & Docks, Erie, Pa. Pan Handle Storage Warehouse, Cincinnati, O. 


Merchants’ Warehouse Co., Philadelphia, Pa. Philadelphia Tidewater Terminal. Philadelphia, Pa. 
Keystone Warehouse Co., Buffalo, N. Y. 
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Central Electric Freight Territory 
5,000 Miles of Connecting Railways 








ELECTRIC FREIGHT SERVICE 


Places you a step ahead of your competitor who does 
not avail himself of this modern mode of transportation 


QUICK — RELIABLE — DEPENDABLE 


It costs but a stamp to investigate 


Central Electric Traffic Association 


L. E. EARLYWINE, Chairman INDIANAPOLIS, INDIANA 
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Low Grades and 





Fast Freights 


ROBABLY no other department of the railroad is more dependent upon 
low grades for the proper maintenance of schedules than the fast freight. 


In this respect, as in the others, the Great Northern Railway is supreme. 
It's route through the Rockies is the lowest and the most direct of all the trans- 


continental lines. 


It’s five daily fast freights roar westward and, by barely perceptible grades, 
mount the low passes of the Rockies and the Cascades, carrying their loads 
safely and swiftly to the various cities and parts of the Pacific Northwest. 


The following Great Northern representatives are as near as your telephone. 
Let them help you in routing your freight shipment the quickest and most 


economical way. 
of through carloads. 


eek WASH., DALLAS, TEX., 


ompson, D. "T. I. H. ‘Turner, S.W.A 
Ona Kulshan Bldg. 101 . Life Bld 
Phone 2111 ky Y-5374 


BILLINGS, MON 
J. F. Ke lly, be Agent 
Phone 6871 


— MASS., 
» ea Walker, General Agt. 
"294 Washington St. 
Phone Congress 140 


BUFFALO, N. Y., aT. MINN., 
A. Kneubuehl, T. F. A., H. a General Agent, 
683 Ellicott Square. Rios W . Superior St. 
Phone Seneca 4166 Phone Melrose 118 


CHICAGO, ILL., KANSAS CITY, MO., 
Ted , Shea, Asst. G. F. Acs W. J. Farrell, G. A. Frt. Dept., 
6 W. Adams St. 516 Railway Exch. Bldg. 
ean State 6300 Phone Main 3852 


CINCINNATI, OHIO, LOS ANGELES, CAL., 
J.H. Brinkman, General Agt., W. E. McCormick, Gen. Agt 
609 Traction Bldg. 716 Cit. Nat’l. Bank Bid 
Phone Main 249 Phone Vandike 8421 


Conve Ae. OHIO, MINNEAPOLIS, MINN., 
F. P. Engel, General Age nt, S. A. Volkman, G. A. F. Dept., 
508-9 Hippodrome Bide. 534 Met. Life Bldg. 
Phone Cherry 1537 Phone Main 4130 


ale a a MICH., 
. B. Clark, General Agent, 
619 Free Press Bldg. 
Phone Main 7270 


DES MOINES, IA., 
A. J. Cheeseman, T. F.A., 
425 Kraft Bldg. 
Phone Market 942 


Let them give you detailed information, 


es 4 WIS., 
A. Fradenburgh, Gen. Agt., 
810 Majestic Bldg. 
Phone Grand 1006 


NEW YORK CITY, N. Y., 
H. G. Dow, gt lie F. Agt., 
Woolworth 


Phone Whivokall Seco 


nye PA. 
P. H. Yorke, General Agent 
214 Empire Bldg. 
Phone Smithfield 1762-1763 


PHILADELPHIA, PA., 
F. G. Smith, General Agt., 
409 Finance Bldg. 
Phone Rittenhouse 3275-6 


eg ORE., 
. E. Hunt, General Agent, 
201 Morgan Bldg. 
Phone Atwater 0931 


SAN eg CAL., 
A. J. Aicher, Generai Agent, 
1009 Hearst Bldg. 
Phone Douglas 3892-J 


ST. ee MO., 
. Sanford, General Agt., 
a Boatmen’ s _— Idg. 
Phone Olive 5 


ST. PAUL, MINN., 


HELENA, MONT., 


L. B. Woods, Assistant General 
Freight and Passenger Agent 


G. H. Smitton, Freight Traffic Manager. 
A. J. DICKINSON, 
Passenger Traffic Manager 


rates and passings 


ST. PAUL, MINN., 
Wallace D. O” Brien, G.A.F. le» 
Phone Interior 45303 
SEATTLE, WASH., 
H.W. Costigan, G. A. F. Dept., 
506 Alaska Bldg. 
Phone M 9800 
as CITY, IA. 


* 


St. 
Phone Auto 4422, Bell 438 
SPOKANE, WASH., 
J. F. Pewters, General Agent, 
Davenport Hotel. 
Phone M 887 
a oe os lAg 
ac enera en 
ios So. Tenth St. ” 
Phone Main 1124 
ra a ONT 
E. Watkins, General Agt., 
202 Webster Bidg. 
Phone Adelaide 5818 
VANCOUVER, B. C., 
Edwin A. Dye, General Agent, 
607 Hastings St. 
Phone Seymour 3386 
WINNIPEG, MAN., 
W.T. Hetherington, D.F. &P.A. 
226 Portage Ave. 
Phone A-6603, A-1123 


SEATTLE, WASH., 


M. J. Costello, 
Western Traffic Manager 


Route of the Famous New ORIENTAL LIMITED, Chicago to Spokane, 


Tacoma, Seattle, Portland and Vancouver, etc. 


No Extra Fare. 


Great Northern Railway 








Iding 


@ HAVANA ‘ 
Casteleiro Building 

@ INDIANAPOLIS 
Merchants Bank Bui 


Boston Building 
Majestic Building 


@ DENVER 
@® DETROIT 


Where they reach 


Wiggins Building 
Hippodrome Building 


@ CINCINNATI 
@ CLEVELAND 


Ellicott Square Building 
Southern Pacific Bldg. 


@ BUFFALO 
@ CHICAGO 


Woodward Building 
Old South Building 


@ BIRMINGHAM 
@ BOSTON 


Healey Building 
Union Trust Building 


@ ATLANTA 
@ BALTIMORE 
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SOUTHERN PACIFIC LINES 


Where to reach them 





Fired 


Wouldn’t it surprise you if you should hear that the entire force of 
the Southern Pacific had been fired? An unsolicited letter from a 
friend in Oklahoma reads in part: 


“Southern Pacific officers and employees are fired with the joy of 
service. They always find it both business and pleasure to take 


an active part in the upbuilding and betterment of the country 
they serve.” 


and he further says: 
“The interest the Southern Pacific takes in the communities they 
serve is a force that moves them ahead. 


“Southern Pacific people always radiate a spirit of optimism and 
progressiveness which builds towns into cities and keeps the wheels 
of industry ever moving forward.” 


For information about the Empire served by Southern Pacific Lines 
Write, telegraph or 'phone 


® ‘General Agent, Southern Pacific Lines’’ ® 


The Postman Knows Him 
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